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| Gontributions. 


Performance of an English Express Locomotive.— 
Correction. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

In your issue of Oct. 26, which has just reached me, I 
find I have madea slight error in the contribution which 
I sent you concerning the English express engine which is 
ruuning regularly 10,000 miles per month. The engine is 
worked by two crews of men, and not by one only as I 
stated before. 1 may further mention that the engine is 
running now witb even less trouble than it did last year, 
and is burning only 26.5 Ibs, of coal per mile, Although it is 
also most economical in the use of oil and tallow, the wrought- 
iron piston rings, which were recently taken out after run- 
ning 33,000 miles, were scarcely worn. E. W. 


Frog and Switch Rules for the 5 ft. 6 ine Gauge. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Replying to “Inquirer” in THE GazettE of Oct. 19th, 
1883, I give the fo lowing for the case stated. 1. ‘‘ For 
lines 20 feet apart, curve reversing midway between, gauge 
5 ft. 6 in.,crossing 1 in 10,” I assume that he means that 
the width of 20 ft. is between tracks and not between cen- 
tres. Call this w and the gauze g, and this sum the distance 
between centres s = g + w (see fig. 1). The frog number is 
n = 10. The distance from point of curvature to the revers- 
ing point, measured parallel to straight track, is D. The 
formula then for the latter is: 


Nit 
D= 2 gn?s—— 
4 


and the numerical value is 








p-/ 11x 109 x 25.5— 


2 





=167 ft. 


This distance measured from the p.c. on straight track 
will give a point at right angles from the reversing point of 
centre line. 

2. “Gauge 5 ft. 6 in., width between tracks 6 ft., crossing 
lin. 10. What is the distance from nose to nose of cross- 
ing?’ This I understand to mean the distance between the 
frog points in thetwo tracks. The distance between one of 
these and a point on the same rail opposite the other and at 
right angles thereto is thus formed. The frog distance, 
that is the distance of the frog from the point of curvature 
or heel of switch in the same straight rail in which the frog 
lies, is 2g n, that is, twice the gauge x by the frog num- 
ber, which in the case given is 11x 10=110ft. The curves 
being supposed to reverse midway asin the former case, 
the reversing point is found by the formula above given, 
and is 


11.5? 
D= A/11 x 100 x 11.5 
4 


The difference between these results is 1.88 ft., and twice 
this, or 3.76, is the distance y from one frog point measured 
on the straight railin which it lies to a point in that rail oppo- 
site to and at right angles from the other frog. The square 
of this plus th e square of the width between tracks is equal 
to the square of the direct distance between frog points, or 


\/ 3.76? + 6? =\/ 14.1376 +36 = 7.08 ft., or 7 ft. 1 in., 


nearly. 
If a tangent from the frog is interposed, as is frequently 
done (see fig. 2), the distance y’ between frogs, measured 


parallel to straight rail, is found by the following formula : 
2. 








= 111.88. 


4 _g9n 





y=s 
This reduced to its numerical value is 


99.75 
yi= 11.5-—— —11 x 10 = 4.71. 
10 


This distance plus twice the frog distance (or 4 gn = 220 
ft. gives 224.71 ft. as the distance between the points of 
curvature of the twocurves measured parallel to straight 
track. The distance as found above, without the tangent, 
is 111.88 x 2 = 283.76. 

i hope soon to have the demonstrations of these and other 
turnout formule in form for publication. 

J. A. ANDERSON. 

LAMBERTVILLE, N. J., Nov. 1, 1883. 





Meeting of the Master Car-Builders’ Club of New York. 


A meeting of this Club was held at the rooms, No. 113 
Liberty street, on Thursday evening, Nov. 15. __. 

Mr. Cock, who represents the firm of Riehle Brothers, 
read a paper on testing machines. Mr. Cock said that the 
first machine built by his firm was made for the contractors 
who furnished cast-iron water pipe for the Nassau 
Water Department, Brooklyn, L. I. The Department 
required that the iron furnished for the pipe should 
stand a tensile strain of 16,000 Ibs. per square inch. 
Tbis macbine was a crude affair, but contained the 
fundamental principles embodied in one of the styles 
of machine made by the firm at the present time. In 
1872 Mr. Francis Stevens, then Superintendent of the 
Camden & Amboy Railroad shops at Hoboken, N. J., or- 
dered a machine for the purpose of testing the iron of the 
boiler of the steamboat ‘‘ Westfield,” which exploded. 
From this time the testing macbine business took a start. 
The United States Government, profiting by the experience 





of Mr. Stevens, adopted the present method of testing iron 
by the steamboat inspectors, and purchased eight or ten 
machines, which are nowin use in the different districts. 
Mr. Cock cited a number of instances showing the igno- 
rance of a certain class of prac:ical men ;egarding the uses 
of a testing machine. 

Among manufacturers of articles made of cast iron the 
use of testing machines is gradually gaining ground. The 
Holyoke Macbine Co. has ove of there machines in use, and 
the writer of the paper was informed that since last summer 
this company bad commenced a systematic test of its mix- 
tures of iron, and that now it is a very rare thing to lose 
gear-wheels from breakage, the company being a large 
manufacturer of those articles for turbine water-wheels. _ It 
is not regarded as safe now to make castings of wheels with- 
out previously testing the mixture of metals. From experi- 
ments which be had made he was astonished to find how 
much difference there was between the strength of cast iron 
which bad been carefully mixed and that used in ordi- 
nary foundries where no tests were made. In many 
wheel foundries testing machines are used, but in many they 
are not. The managers of such foundries all make daily 
tests of the chillof their wheels, and it is surprising that 
they do nct also make tests of their strength. Railroad com- 
panies, be thought, should be as careful to have the iron 
used in the manufacture of wheels tested as engineers are in 
having tbe iron for bridges tested. He also thought that 
iron used for brake-rods, brake-chains, etc., should be in- 
spected and the quality known by testing it in the 
machine. The machines are also used by many en- 
gineers and manufacturers to test the quality of 
hydraulic cement. Much opposition to the use of 
such machines was sbown by the manufacturers. But 
ae present regular tests are made of the cement used by 
maby maiufacturers. The New York Departmentof Public 
Works at the aqueduct station in Yonkers in one year tested 
over 3,000 specimens of cement in one machine. General 
Stone is using Rosendale cement in the concrete for the foun- 
dation of the pedestal for the statue of Liberty at Bedloes 
Island, and tests 100 specimens of cement every day. The 
United States Navy Yard used one of these machines for the 
cement usad in the construction of the sewer in the yard, 
and found it of great value. 

‘Lhe PRESIDENT said that the subject of testing materials 
was vot new. The question is, whether it is practiced as 
much as it ought to be. Ata meeting held in Buffalo last 
winter, the subject of the quality of iron used in cast-iron 
chilled wheels was discussed, and reference was made to 
some tests by which they could know the quality of the 
metal that was used for some standard. Many of the wheel 
makers present rather hooted at the idea of any one knowing 
more than they did about their mixtures. But he noticed 
that since tbat time some of them have made some tests, and 
through these tests have improved the quality of the metals 
they use, simply by manipulating the mixture ; so that test- 
—* simply knowing the quality of the material which is 
u 


Mr. WILDER asked whether the tests which were made 
were simply tests of tensile strength. He thought that that 
was insufficient to determine the quality of iron, as sone 
iron which would stand a very high tensile strain would be 
almost useless in car work, He said that be bad the subject 
of testing iron now under consideration and was submitting 
samples of material to the drop test. 

Mr. Cock remarked that he thought that a tension test 
was ve: y much better than a torsion test. 

Mr. WILDER replied that the question was whether a 
tensile test was always a sure proof that the materials were 
of the test quality. Iron might stand high tensile strain 
and yet be very brittle and therefore would not stand shock. 

Mr. CHANDLER said that he had been called upon some 
time ago to supply a machine for testing axles. He exhibited 
a drawing of such a machine which he had designed. An 
axle was placed in this machine soas to bave the same points 
of bearing and the same points loaded as in practice. A 
concussion would be applied to the axle of such force as 
future experiments should determine to be required. He 
then explained the construction of the machine from draw- 
ings which he exhibited. 


The PRESIDENT called attention to the desirability of 
knowing the quality of axles and of all other materials used 
in railroad operation. He said that the gentleman who last 
spoke bad come to his oftice with a letier from a prominent 
railroad man who was quite earnest in this matter of car 
axles, having had an unusual number of them broken on his 
line during the previous severe winter, some of them 
under their own cars and many of them under cars 
not owned by the company, some of them showing 
that they were made of very poor material, including 
old fish-plates and other kinds of iron that ought not to be 
put into car axles. If some process could be devised by 
which if an axle anda pair of wheels was put through a 
macbine of this kind and it could be known whether the 
wheel: were both of the same diameter or placed on the axle 
the same distance from each end, it would be a material 
gain to car-builders. 

Mr. WILDER said that some years ago he took ocrasion to 
examine all invoices of bar iron which were received on 
their road, and in examining them he cut off a short piece, 
end polished the end of the bar and etched it with acids, and 
in nearly all cases he found the small-sized section of a T 
rail as it was drawn down, showing the rail and iron piled 
about it had retained the same section as it was rolled down. 
Within the last two years his company bad been buying 
quite a large number of cars that were built by various 
makers, and the inspectors had very positive orders 
to inspect the materials used, and among other things 
he insisted that a drop test should be employed on all axles 
received. The result was that in a very short time they had 
two or three thousand axles which the company refused to 
receive One maker claimed that it was not possible to 
make axles to stand the tests which were insisted upon, but 
without modifying the tests it came about before they got 
througb that manufacturers were not ry 4 able to make 
axles and were willing to do it to stand the tests insisted 


upon, but to stand a still more severe one. The test 
was a blow of a_  1,600-lb. weight falling on 
the centre of the axle resting on _ supports 


three feet apart, giving three blows of 10 ft. fall and two 
blows of 15 ft. fall. They received axles that would stand 
as many as 12 or 14 blows at 15 ft. Before getting through 
the summer they seldom broke an axle, while in the begin- 
ning they found very few axles that would stand the test. 
Of course this test destroyed the axle, and in case it stood 
the test the company had to pay for it. 

Tbe PRESIDENT observed that the testing of materials 
would be beneficial to the manufacturers as well as to the 
consumer. The use of the drop test always has the effect 
of improving the quality of the axles received. He thought 
the time was not far distant when car-builders would be 
akle to tell exactly what the quality of the material was 
which they were using. The officers of some of our roads 
are inclined in making tests of this kind to have them done 
very scientifically. That is, they want them done so 
truly as to koow all the ingredients and _ proportions of the 
ingredients contained in the materials. But practically. he 
thought, we need to get at the quality of the material just 





as quickly as possible after it reaches the shop. A chemical 


analysis of the specimens that are tested can be a future 
consideration. 

Mr. PacKaRpD, of the Baltimore & Ohio Railroad, said 
that his company was about to establish a laboratory for 
testing materials, It was proposed to test materials both 
chemically and mechanicaily. 

Mr. FORNEY was called on and said that experiments are 
very much more difficult to make than most people imagine. 
It is generally supposed that almost any sort of a fellow 
can make an experiment and that it does not make much 
difference how the experiment is made. Asa matter of fact 
it takes a very superior kind of man to make an experiment 
accurately. Take any ordinary incident of life and get 
three men to describe it, and you will not find two of them 
agree about the facts. A person who will observe and record 
a}l the phenomena in any given case with perfect accuracy isa 
very rare man indeed. He did not agree with the President 
that the scientific tests were unnecessary. Superfluous 
science of course is a humbug; but if any railroad company 
undertakes to make tests to ascertain facts just that soon 
those facts will become scientific. Science has been 
defined as definite knowledge. That is when kuowl- 
edge becomes accurate and _ precise, it becomes 
scientific. Some one else has said that science is simply a 
very superior quality of common sense. It is very true that 
under the guise of science, people very often under- 
take to do things, and to discover qualities 
and properties of materials which really have 
no practical bearing on the questions at issue, and if you un- 
dertake to test bar iron, unless you do it always under 
exactly the same conditions, compurison is impossible. If 
you test the axles of one maker in one way and then test 
those of another in another way, the comparison will be un- 
fair ; the tests must always be made under exactly the same 
conditions, and if that is done the test will be a scientific 
one, no matter what sort of a man makes it. What railroad 
companies should aim at is to insure such testing as will 
be entirely reliable. If it is not done with care 
and correct observation the experiment will be 
misleading. With reference to the necessity cf 
testing materials used on railroads, no one can look into th 
matter without being satisfied of the great want or knuwl- 
edge of the quality of suca materials used. Take almost any- 
thing that we eat or drink or wear, and it is aculterated in 
some way by some one who wants to sella cheap thing ata 
dear price. When we drink wine it is adulterated, and even 
our whiskey is not pure; so that there is much need for 
testing, not only on railroads, but elsewhere. 

The PRESIDENT replied that it railroad companies should 
say to manufacturers that they must produce materials 
— of ingredients mixed in certain proportions, they 
would take away the whole responsibility from the manu- 
facturers. His idea was that the railroad companies should 
specify what qualities materials should have and leave the 
manufacturer to produce that vogpry o and that the railroad 
company sbould have the meaus of knowing through tests 
as scientific and as elaborate as may be necessary to ascer- 
tain just what quality the articles have. What is required 
at the shops is to know as quickly as possible when material 
is received whether it is of the quality called for. There are 
some kinds of material for which no other test can be em- 
ployed except that of chemical analysis. 

Mr. Forney said that he agreed perfectly with the Presi- 
dent that tests should be as simple as possib!e, and that it is 
obviously more important to railroad companies to know how 
strong an axle is or bow strong a piece of iron for making 
links and pins is than to know what its chemical constitu- 
ents are, but in many cases it is impo: tint to a railroad 
company to know what the chemical composition of ma- 
terials is. He said thatin a railroad shop recently he was 
shown samples of soap that bad been received, and $> worth 
of which it was found would utterly spoil $25 worth of 
varnish on tbe cars In that case no physical test of the 
strength of the soap would be of any service. What 
was required was the chemical test. Ifa railroad company 
was buying link-iron, for example, merely to get at the ten- 
sile strain that iron would bear, would not determine 
whether it was suitable for the purpose it was intended for. 
A brittle iron might stand a high tensile strain and yet 
would be unsuitable for links, which need to be tough as 
well. Therefore. in order to determine the quality of ma- 
terial that is needed, railroad companies are compelled to 
resort to what might be called scientific tests, or, in other 
words, if any tests are made, if they are done with the re- 
quired care and accuracy, they will become scientific. 

Mr. WILDER said he agreed with Mr. Forney in regard to 
the necessity of combining chemical tests with the other 
teste that were used, but thought that the chemical test 
should always follow the physical test. 

The meeting then adjourned. 








The Bismarck Bridge on the. Northern Pacific Rail- 
road, 





We publish this week a perspective view of this great 
work and maps showing its location across the Missouri 
River at Bismarck where it connects the Dakota and Missourn 
divisions of the Northern Pacific Railroad. Most of the fol. 
lowing history and description of the work is taken from an 
account published ina local paper at the time the bridge 
was opened for traffic. 


Although the original scheme of the Northern Pacific 
Railroad contemplated a bridge across the Missouri River at 
or near Bismarck, no definite action with reference to the 
construction of this bridge was taken until the winter of 
1880. when Mr. George S. Morison was requested to exam- 
ine the river at this point in conjunction: with Gen. A. An- 
derson, Engineer-in-Chief, and to prepare areport on the 
best method of crossing the river. 
The first careful examination was begu~ iv April, 1880. 
The fact that the railroad was already built from the «at 
into the city of Bismarck and westward from Mandan mad: 
it important that the crossing of the river should be as 
nearly as practicable on a direct line between those two 
points; but the examination was extended down the river 
to Fort Abraham Lincoln, and about an equal distance up 
the river. The crossing at Fort Lincoln the great 
advantage ofa river less than 1,000 ft. wide; but as the silt- 
bearing characteristics of the Missouri favor the contraction 
of the river to about this width by artificial means, it was 
decided that if a good bottom could be found near the direct 
line it would be wiser to incur the additional expense of 
works to make an artificial contraction than to iacrease the 
length of the line several miles, as would be done by-cross- 
ing at Fort Lincoln. 

o July, 1880, the preliminary examimations were com- 
pleted, and the location of the bridge virtually fixed. The 

int selected was within two or three bundred feet of the 
fine on which the pro bridge has now been built, this 
location being determined as combining to the best advantage 
directness of route with a favorable bottom. The river at 





this point was about 2,800 ft. wide, and the channel varia- 
ble, about two-thirds of the whole width of the river bein 
occupied, except at extreme bigh water, by sand bars, as 
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the universal case on tbe Missouri where the width between 
high water banks exceeds 1.900 or 1,200 ft. 

The report of July, 1880, proposed to cross the river with 
a bridge consisting of three spans of 400 ft. euch, resting on 
solid piers of granitemasonry. A dyke was to be built from 
the west shore to within 1,000 ft. of the east shore, which is 
here a bigh bluff of extremely bard clay, thus confining the 
river + ae a width favorable to the maintenance of a fixed 
channel. 


abd to provide for contingencies was made 200 ft. longer 
‘than the width of the ‘confined river, This plan of opera- 
tions bas now been carried out, and the completed work 
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| long continued cold weather and a heavy snowfall. 


The bridge was to be located about 500 ft. below the dyke, | 
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terms as wholly changed the financial position of the 


| corporation, and it was determined to proceed at once with 


the construction of the Bismarck Bridge. 

On Dec. 16 a vote was passed by the board of directors by 
which the iminediate construction of the bridge was de- 
termined upon, and the work was placed in the bands of the 
engineer under whose charge it has been completed. 

‘be winter of 1880-81 was one of unusual severity, with 
Fortu- 
nately on the line of the Northern Pacitic Railroad there was 


| comparatively little wind, and the road was kept open 


through the cold season. 
On Jan. 7, 1881, Mr. H. W. Parkhurst, who had been ap- 
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MAP OF MISSOURI RIVER CROSSING AT BISMARCK, 


differs in no essentia) respect from the plans contemplated , pointed by Mr. Morison First Assistant Engineer, arrived | 


in the report of July, 1880 

Although the report was received with favor by the board 
of directors, the finances of the Northern Pacific Railroad 
Co. were not in such condition as to warrant the immediate 
construction of the bridge, but it was decided to proceed at 
once with the building of the dyke. Materials were col- 
lected at once for this purpose and the construction of the 
dyke was begun ia the fall of 1880. Unfortunately while 
waiting for materials the main navigable channel of the 
river moved over to the west sbore (as shown in the map, 
fig. 2), and when work was actually begun it was found 
necessarv to leave this channel open for navigation. A 
wired willow mattiess was built, however, on the proposed 
location of the dyke from the eastside (A, fig. 3) of the nav- 
igable channel to the point (B) fixed for the west boundary 
of the corrected channel, leaving a space between the mat- 
tress and either shore. 


Toward the end of 1880 the general mortgage loan of the | 


Bio.3,. 


at Bismarck and took charge of the work on the river. The 
state of affairs at this time was very perplexing. The flex- 
ible foundation for a dyke had been laid, but the main 
channel of the river was on the wrong side of the dyke, and 
the short time remaining before the season when the ice 
would break up showed that all efforts must be concentrated 
in putting the work already done in such shape as to prevent 
its destruction. The next six weeks were spent in this way, 
a low crib of cottonwood logs being built on the mattress 
foundation and loaded down with stone and frozen earth. 
In March the river rose to a height some feet above the 
ordinary level of the summer flood, and on the 3Uth the ice 
moved out with unusual violence, the river rising 13 ft. 
above the ordinary summer floods, overflowing the entire 
bottom land and standing 14 ft. deep in the streets of Man- 
dan, which was supposed to have been located above high 
water. The ice passed over the dyke, which was left com- 
paratively uninjured, but the channel remained next to the 


Northern Pacific Railroad Co. was negotiated on such j west shore 
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CONTRACTS. 

On Jan. 28, 1881, a contract was let to the well-known 
firm of Saulspaugh & Co., of Rock Island, Il., for the con- 
struction of the substructure of the bridge, this including 
the foundation and masonry of tbe four piers. In April the 
quarrying of stone was begun near Watab station, in Min- 
nesotu, but the quarry not proving a good one, another was 
subsequently opened near East St. Cloud. This last quarry, 
now known as tbe Rock Island quarry, furnished four-fifths 
of the stone used in the Bismarck Bridge. A sub-contract 
for the pneumatic work of the two channel piers was made 
by Messrs. Saulspaugh & Co. with Messrs. Rust & Coolidge 
of Chicago. 


ATL 

\\' SRNL 
Ve Ze 
AZ Z= 
SA Lea 


\ Wi} 
Wis 


yy 
~ 
WS\ 
(LEA ARS 
MASS 
MAS 
\ 


‘ 
\ 
| 


YI \\ 
“sili 
MWS 
PF yyy \X\ 


ett 


np: 
nn” 


NORTHERN PACIFIC RAILROAD. 


On Feb. 2, 1881, a contract was awarded to the Detroit 
Bridge & [ron Works, of Detroit. Mich., for the manufac- 
ture and erection of the superstructure, consisting of three 
through spans of 400 ft. each, and two deck spans of 113 
ft. each, the work to be built in all respects according to the 
detailed plans and specifications prepared by the engineer 
of the bridge. 

In April the construction was fairly begun, 
ground was not actually broken until May. 

The construction of the Bismarck Bridge involved three 
different pieces of work : 

First, the control and rectification of the river. 

Second, the bridge proper. 

Third, the approaches. 

The control and rectification of the river consisted in con- 
fining it to the 1,000 ft. limit between the east shore and 
the end of the dyke, and the protection of the east shore 
with rip-rap so as to render it doubly secure from the erod- 
ing action of the water. After the ice went out the main 
channel was left between the uncompleted dyke and the 


though 
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west shore, and the action of the current during the spring 
—_— floods wore away about 200 ft. of this portion e 
of the dyke. js : 

The relative amount of water passing through the east and In anqorepuct wit " marine passed by the Legislature last Also, that the signals on that side of the crossing opposite 
west channels chauged gradually, until by the end of April, | Ye@?, Making provisiou for the avoidance of the stop now | the approaching train remain securely locked throughout 
1881, the amount of water passing through the east chnnnel | required for all trains or engines passing over the crossing | all the operations pending the passing train. 

— ——- sage oS yo ge = — = | of two railroads that cross each other, or that in any way | m. such a eps ger we a —_ : “— track crossing, or 
ay anattempt was made close the west channel, and | . ‘4 aw e crossing of yard tracks a single or doubl 

piles were driven for a bridge to connect the west end (4) | Connect at a common grade, Railroad Commissioner Sabine, | whore eaten. are to without Rotten. g it ta Ur onter. 

of the dyke with the west shore (at C, fig. 3); but this work | of Obio, has prepared the following regulations which must | stood that each of the several intersecting tracks shall be 

was destroyed by bigh water before it could be completed, | be complied with before the requirement to stop trains is provided with switches and signals as above, and that all the 

this destruction not being wholly unexpected. dispensed with : switches and signals at location shall be so interlocked that 

On July 25, 1881. when the summer floods had receded | ' | in the operations attending the passage of a train or engine 
about 6 ft. from the maximum height, the driving of this| On any track on which traius are to approach, and with- | over one of the tracks, the unlocking of the switches in that 
pile bridge was begun again, and it was completed in August. | out stopping cross over a second track intersecting the first | track shall, before completely unlocked, absolutely lock, to 
A track was then laid to the end of the dyke, which has ever | at grade, it is deemed essential to safety: | the normal condition, the devices op2rating the switches and 
since been maintained. That such track be provided with a switch tacing outward | signals%in all tracks intersecting that track. 

During the spring and summer the east end of the dyke | from the crossing, and which shall be capable of being set| Where several parallel or non intersecting tracks are 
was strengthened by rip-rap, which was boated to it from | and locked by a lock on the switch itself, either to the main | crossed by other tracks, it is to be understood {that two 
the east shore. After the track was completed to the end | line or for derailing any train or locomotive approaching | or more of the parallel tracks may each simultaneously 
of the dyke, rip-rap was brought there on cars and unloaded | the crossing, and that the switch be set at such a distance ‘¢ 


locked or relocked, as the above, both together are to remain 
automatically locked out of control of the operator till the 
last car of a train passes the last switch or point of danger. 


Regulations for Grade Crossings in Ohio. 





directly into position. 
maiptained for several montbs against the strongest current 
in the river, and with a depth of water of 50 feet immedi- 
ately outside of it. 

The west channel silted up rapidly during the fall months, 





MAP OF MISSOURI 


and in the early winter was finally closed by filling the pile 
bridge with earth. The dyke has been finished at about 
the level of ordinary summer high water; it has been 
maintained for two seasons against the full current of the 
river, the only weakness shown being a settlement some 
distance back from the end, which occurred duriug the 
summer flood of 1882. (The map, fig 4, shows the present 
location of the channel and of the bridge.) 

There have been used in the construction of this dyke 
80,000 tons of gravite bowlders for rip-rap, besides a large 
quantity of brush and crib-logs, and upward of 28,000 
cubic yards of clay. 

The action of the dyke has been such as to satisfy the 
engineers of the correctness of their plans. The river has 
been permanently confined to a width of 1,000 ft. adjoining 
the east shore. A thick growth of willows has started 
spontaneously on the deposit formed by the river in what 
was the main navigable channel adjoining the west shore. 
she course of the channel is gradually improving. 

The elevation of the top of the dyke was purposely fixed 
at about the level of ordinary summer floods, this height 
being thought likely to secure a larger deposit both above 
and telow the dyke than if finished at a higher level. 
\“ben the ice goes out, about the first of April, the water 
usually rises some feet above the top of this dyke, anda 
secondury embankment, intended only to resist the action of 
ice, has been built immediately alongside of the trestle ap- 
proach, this embankment finishing nearly 20 ft. higher than 
the top of the dyke. 


Next week we expect to give a description of the bridge 
itself, and the foundations. 


crossing before coming to rest. 

Also, that this track be provided with at least two signals, 
| one signification for both of which shall be “‘danger,” or 
| + stop ;’ and the other ‘‘ safety,” or “‘ clear :” one of which 





| signals is a near signal situated near the derailing switch 
and capable of being locked to danger and the other a dtstant 

| signal capable of being locked at danger and situated so far 
from the derailing switch tbat any train or locomotive mov- 
ing past that signal can easily be brought to rest before 

| reaching the derailing switch. 

| That this switch and the two signals be interlocked in 
such a way that their operations must follow in certain 
sequences, and that for the normal condition, or when no 

| trains are moving, the switch be set and locked to derail- 

| ment, and the signals be set and locked to danger. 


That the interlocking appliances so operate that when a 
train approaches to cross without stopping, the derailing 
switch be unlocked, set to line, and relocked by the locks on 

| the switch itself, and that the devices by which this switch 

| is relocked shall, when completely relocked, unlock the two 
signals. These signals are then to be cleared for the coming 
train, the operations of which are automatically to lock the 
switch locks beyond the control of the operator until the 
jast car of the train bas passed the switch, and until the 
cleared signals are restored to signify danger. 

That each signal may be set to danger as soon as the loco- 
motive passes it, and that the switch be restored to derail- 
ment as soon as the last car passes, but not until the signals 
ye restored to danger, thus restoring all to the normal con- 

ition. 


Where trains run both ways on a given track at a cross- | 


| ing, it is to be understood that the switch and two signals as 
| above are to be placed in that track on both sides of the cross- 
| ing: and that in such case the two switches are to be operated 

in conjunction as one ; that is, both together are to be un- 


pass a train under the same rules as for any one of those 


In this way the end of the dyke was | that any train derailed by it will not be able to reach the | tracks separately. 


| Any turnout from a track between a switch and crossing, 


| on which a train may reach a crossing, is to be treated as a 
crossing track. 
| That all the devices and appliances at a crossing as above 
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how 


| be protected so that no meddler can interfere with the, 
correct working of the apparatus by the operator. 4 
It is also recommended that any turnout between a near 
and distant signal be provided with a switch and -signal, .to 
{be operated by interlock with the crossing appliance: 
in such a way that the signal must be locked. to 
danger and the switch locked to the main line: 
by the operation of unlocking the main live switches. And, 
itis also recommended, that an electric annunciator be 
arranged in connection with each track, so that the approach 
of a train will be signaled to the operator from a point at a 
considerable distance beyond the distant signal. 





The New England Railroad Club. 

The regular monthly meeting of this club was held in_ 
Boston on Wednesday evening, Nov. 14. About 40 mem- 
bers were present. Mr. J. W. Marden, Vice-President, pre- 
sided, and Mr. E. Jennings, of West Bergen, N. J..was intro,. 
duced to the Club, and made an address on the subject of sveet 
and its uses in railway service. This gentleman stated that 
the extensive manufacture of steel in this country did not 
begin until after the war. Inthe year 1873 the maoufac- 
ture of crucible steel ingots in this country had reached the 
amouut of 36,500 tons, after which a period ot general de- 
pression followed. In 1879:the product increased to 57,000 
| tons, and in 1882 to 85,000 ‘tons. This is crucible steel) 
jalone. The manufacture of Bessemer steel was not com- 
menced here until 1868, although Bessemer secured his 
patent in 1857. oF 
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He then described the process of manufacturing Bessemer 
steel. At the Edgar Thomson Steel Works near Pittsburg 
the practice now is to take the metal directly from the blast 
furnace iu a large ladle, not allowing it to cool, and pour it 
poses | into the converter; then apply the blast and follow 
on with the other bap tee that were described. This prac- 
tice is very successful although the mass of molten metal has 
to be carried from the furnace to the converter, a distance 
of nearly a mile. He then gave a brief history 
of the introduction of the Bessemer process 
iuto this country and _sstatistics of the steel 
manufacture here and in Great Britain. He then gave a 
brief description of the Siemens-Martin and also of tbe cru- 
cible process. The question was sometimes asked, Why can- 
not as good steel be made by the Bessemer as by the crucible 
pric-s:? He answered that it could, but todoso as gocd 
svaterial must be used in one case as in the other. In Sweden, 
where their ores are very pure and where labor is so cheap 
that they can afford to roast their ores for removing the 
sulphur before they are taken to the blast furnace, they are 
runnivg 14 Bessemer works containing 28 converters, the 
whole proauct of which goes into the better grades of steel, 
not one ton of rails being made in the whole country. But 
in Sweden the iron and steel industry is the chief support 
of the nation. They use nothing but charcoal through all 
the processes through which the iron passes, and so care- 
fully do they busband their resources that they are ina 
position to supply the world with the best grades of iron 
through all time. Their forests are regarded as of some 
value, and as fast as they are cut down other trees are 
planted which in time take the place of those fallen. Coutrast 
this wise and economic practice with the reckless vandalism 
whicb has been permitted to stalk all through this country 
for a hundred years. As said before, the ores of Sweden 
are very pure while ours are not. Hence in the manufac- 
ture of Bessemer steel here we are obliged to introduce cer- 
tain-elemeuts to counteract the presence of certain other 
elements; for instance, the introduction of manganese to 
offset phosphorus. Now, manganese is really an impurity. 
The less you have of it in the steel the better. For all use 
on railroads, such as rails, boiler plates, fire-box 
plates, side-bars, crank-pins, links and axles, where the 
steel is to retain its normal condition, he would say you are 
perfectly safe in using either Bessemer or open hearth steel, 
provided you have it of a combination adapted to the pur- 
pose. For any purpose where your steel is to be hardened 
and tempered, either or both of these grades of steel as 
made frum our ores are unfit for use. e said this in the 
face of experiments now being made with basic lining for 
the Bessemer converter, the object of which is to remove 
the phosphorus from the metal. When the trade of this 
country assumes such shape that the makers of Bessemer 
steel can afford to use nothing but charcoal for the smelting 
of their ores, when they can afford to roast their ores 
before taking them to the blast furnace as the 
Swedes do, removing the sulphur, and they have succeeded 
in developing the basic linings, they may expect to make 
steel which will supersede in a measure that which is made 
in the crucible. They had all had some experience in trying 
to work open-hearth steel for springs, and there might be 
some among them who have not had bad Juck. If so, they 
had been simply very fortunate indeed. There will come a 
time when they would specify crucible steel again. In bis 
own experience he had had considerable to do wita the Penn- 
sylvania Railroad Co. That company had in its employ a 
chemist whose sole occupation is analyzing the various 
grades of material in use on the road. For iu- 
stance, this standard for spring steel is from 090 
to 1 per cent. of carbon, but not on any account over 
0.35 of 1 per cent. of manganese. That is a very pure steel 
and of course costs more to make than the regular spring 
steel in the market. Bearing in mind that there is probably 
not a bar of Bessemer or open-hearth spring steel in New 
England that contains less than from 0.60 to 0.90 of 1 per 
cent. of manganese, and that it is next to impossible to make 
it with less, its value in a railroad spring can easily be seen 
alongside of one made of steel containing 0.35. ‘* Why (he 
continued) , don’t you gentlemen persuade your 
directors to employ a_ chemist to assist you 
to ascertain what standard of carbon and 
manganese is best for your rails, the same with steel tires, 
rails, boiler-plate, axles,-spring steel, spriugs for use under 
passenger and freight cars ; to ascertain what properties 
you want in your iron bars, auti-friction metais, oils, var- 
nish, and whatever other supplies you use? Apply the test 
as often as you please, and thus invite the competition of 
manufacturers. Make only the best goods in the market. 
It needs no argument of mine t» convince you that you 
would save the amount of the expense several times over of 
such @ man on your repair account. Too much care cannot 
be used in the purchase of Bessemer rails. A corps of in- 
spectors should be employed by your railroad companies to 
inspect the rails purcbased before they leave the mills.” 
A vote of thanks was then given to the speaker and the 
meetiog adjourned. 








Report on the Glens Falls Bridge Accident. 





The following report has been rendered by the New York 
Railroad Commissioners, Messrs. John D. Kernan, Wm. E. 
Rogers, and John O’Donnell, concerning the downfall of a 
bridge on the Glens Falls Branch of the Rensselear & Sara- 
toga Railroad Company, leased to the Delaware & Hudson 
Canal Company, by which three people were killed and 
about 22 injured, on Oct. 22. 1883. The report is dated 
Nov. 20: 


The facts and circumstances attending the above disaster, 
as developed by testimony taken before a Cornor’s jury and 
before Cummissioneis Kernan and Rogers, and by a per- 
sonal investigation at the scene of the accident by Commis- 
sioner Rogers, are as follows : 

When the train from Caldwell (Lake George), due at Fort 
Edward at 3:15 p. m., reached the bridge over the Glens 
Falls feeder of the Champlain Canal, the bridge gave way 
just as the locomotive had crossed it and reached in safety 
tne south abutment. 

The two remaining cars of the train, namely, a baggage 
car and one passenger car, were precipitated into the canal 
below, a distauce of about 12 or 14 ft. There was about 6 
ft. of water in the canal. The cars were much broken and 
every one in them more or less injured, with the exception 
of a newsboy. 

Three persons were killed outright, namely, Mrs. Michael 
Monaban, Glens Falls; Dallas Crippen, Giens Falls, and 
Garrett Wyncoop, Gloversville, N. Y., and 22 others more 
or less injured. 

The bridge was a *“‘ Howe truss,” and was built when the 
road was first opened for use, about 15 years ago. 

It was *‘ askew,” the axis making an angle with the face 
of the abutment of 37 degrees 16 minutes. 

The span was 100 ft. in the clear, 

There were ten panels, on 


the 


from centre to centre 







of suspension rods being 
Approaching and lea e the track was ona 
ly considerably flat- 


seven degree curve, 
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tened on the bridge. There was a grade of about 2 ft. in 
100 ft., the north end being 26 in. higher than the south end. 

The lower chords consisted each of four white pine tim- 
bers, the two outside beiog 5 in. x 12 in., the two inside 
544 ip. x 12 in., spliced and bolted together in the manner 
shown in the diagram - 

The upper chords consi. ted each of three pine timbers, the 
outside being 5in. x 9in., the middle one 114% in. x 9 in. 
In each of the first two panels, counting from each abut- 
ment, there were three suspension rods, two 1}¢ in. diame- 
ter, one 1}¢ in., the third panels from each end had two 
rods 1}4 in. diameter, the fourth panels two rods 1% in. 
diameter, the fifth panels two rods 114 in. diameter, the 
latter rods being at the middle of the bridge. 

None of the suspension rods were upset, so it is necessary 
to take from the above given dimensions ,%, in. for the dis- 
tance the thread was cut im to determine the cross section 
of metal that was effective in tension. The threads were 
cut in but 3, in., less than one-half the depth now recog- 
nized as standard. From the appearance of the ruins it 
would seem that the west truss gave way first, the east 
truss falling over on the cars and breaking as it fell. 

The fact that the locomotive cleared the bridge before it 
gave way goes to show that the bridge must have begun to 
break at some point close to the south abutment. This is 
corrovorated by the fact that many of the suspension rods 
in this part of the bridge were found broken. 

The middle rod in the first panel was broken inside of the 
casting, through which it passed to the bottom of the chord; 
the two outside rods were probably broken also, but the fact 
is not positively known, by reason of the confusion in clear- 
ing away the wreck. The two outside suspension rods of 
the next panel were found broken. 

The nuts on the rods of the third panel had stripped off. 

The lower chord of the same truss was also found broken 
at the splice in the second panel, about 12 ft. from the 
south abutment, also at the panel joint between the third 
and fourth panels. The first of these joints is the place 
where it would be likely to break, on the supposition that 
the suspension rods gave way first. The second fracture 
probably occurred in the subsequent crash. 

The east chord was found broken at the splice in the third 
panel from the north abutment and about 25 ft. from it. 

At this point it was also discovered that one of the inside 
timbers had nearly completely rotted away. The other 


middle timber was somewhat rotted. The two outside tim- 
bers were sound, however, having been renewed in 1883. _ 
It was at first thought that the bridge gave way at this | 








ern Railroad, Mr. Octave Chanute, in the printed specifica- 
tions for his bridges, restricts the strain on long verticals to 
8,000 Ibs. to the square inch,anud on floor beams, hangers, 
and other similar members liable to sudden loading (which 
these Howe truss vehicles to some extent are) to 6,000 
lbs, to the square inch. Some others also adopt these 
limits. 

It appears that before the first of July of this year the re- 
sponsibility for the condition of the bridges on this branch 
had rested upon Mr. Chas. W. Wentz. the Chief Engineer. 

On that date he was relieved, however, by order of the 
President, and that ‘supervision and maintenance of tracks 
and permanent way now (then) in charge of the Chief En- 
gineer” was transferred to Mr. Theodore Voorhees, Division 
Superintendent. 

The latter, not considering himself a bridge expert, simply 
continued the orders in force to Alonzo Groat, the Master 
Bridge-Builder, whicb had been given by Mr. Wentz. 

Bridges uot having been specifically mentioned in the 
order of July 1, Mr. Voorhees seems to hive been in some 
doubt as to just where his responsibility began and ended 
with regard to them. 

He made no particular inspection of them, but depended 
upon Groat to report to himif he thought anything was 
wrong. : 

Groat states that he had been in charge of this division 
since the firstof April; previous to that he had been six years 
on another divislon ot the Delaware & Hudson Canal Rail- 
road; that he was unable to calculate strains on bridges; 
that he was a bridge carpenter by trade and judged by ex- 
perience about what the sizeof different members ought to 
be. 


He states that he inspected the bridge several times, 
watched it when trains passed over and measured the dejec- 
tion with his eve:thought it was about an inch or inch ania 
half in the centre; had never used alevelor other instru- 
ment to measure it accurately. 

He had never taken any means to test the soundness of 
the timbers except to look them over carefully and sound 
them with a rod. He claims to have sounded the decayed 
timber in the lower chord above alluded to, but filed to 
discover the decay by thesound. He made no-attempt to 
bore the timbers at any point to discover decay. He stated 
that he had no written orders or instructions in refer: nce to 
his duty as foreman of bridges, but that the kind of inspec- 
tion and nature and extent of repairs were left to his dis- 
cretion. 

Some time last spring he placed under each chord on the 





Lower Chord of Glens Falls 


point ; but this is not likely, from the fact that the locomo- 
tive went in safety to the fartber abutment, and that there 
was enough sound timber left to meet the strain : besides 
which the bridge fell on the other side from which it would 
have done had thischord broken before the crash. 

On the basis of 1,000 lbs. dead load (weight of bridge) to 
the running foot and 2,400 Ibs. live weight to the running 
foot, this point would have been strained in tension to the | 
extent of 94,000 Ibs. This wassomewbat more than it bad 
to bear, as Mr. Wortell, the Assistant Engineer, states that 
on a careful computation of each member of the bridge he 
found the weight to be about 900 lbs. per running foot. 

There was probably at least 90 square inches of sound | 
timber to bear this strain, viz.: | 





First outside timber, net section, 444 in. x 12 in...... ...... 51 in. | 
First middle sis ¥4 net section sound, say 2 in. x 12 in. 24 in. | 
Second iniddle timber entirely rotten, nothing... .... ..... 
Second outside timber sound, but only held by oak hook = 
block, 144x 12 in....... A AAAS EE ew ere eee > in. 
90 in, 


The strain, therefore, could have been but a little more 
than 1,000 lbs. to the square inch. i é 

The ultimate average tensile strength of American pine 
and oak is found to be 10,000 Ibs. to the square inch. (See | 
Trautwine, Engineers’ Pocket Book, p. 177.) : 

It is not within the limits of reasonable possibility, there- 
fore, that the chord parted with a strain of about 1,000 Ibs. 
to the square inch. 

The above matter is argued out somewhat at full for the 
reason that the failure to discover the defect in the timber 
(whether culpable or not on the part of the railroad authori- 
ties) was not the cause of the destruction of the bridge. 

It was not shown that there was decayed timber sufficieut 
to endanger the bridge at any other points. 

Upon an examination and calculation of the strains 
brought to bear upon the suspension rods, however, the fol- 
lowing facts are developed: ' 

The company had been in the habit of running over this 
bridge a ‘* Mogul engine,” so called, which, with the tender, 
weighed 140,000 Ibs. 

The length of this locomotive and tender was 45 ft. 11 in. 
The locomotive, without tender, weighed 88,000 Ibs. 

The driving-whcel base was 14ft.3in. With this loco- 
motive and tender covering about one half the bridge, and 
with a moving load say of 2,000 lbs. to the running foot on 
the other half, and adead load of 900 lbs. to the running 
foot, the suspension rods in the first panel of each truss | 
would have had to bear a strain of between 90,000 and | 
95,000 lbs. 

There was in them on the basis of the thread being cut in 
but ,3, in. 3.5 square inches set in. 

This would have broughta strain of from 25,000 to 27,000 
Ibs. to the square inch. , 

Assuming that the iron was good average, the ultimate 
tensile strength was about 50,000 lbs. to the square 
inch, but the elastic limit was probably somewhat less than 
half this amount, or from 20,000 to 25,000 Jbs. (See 
Trautwine, Engineers’ Pocket Book, p. 178.) me! 

These rods under this excessive and repeated strain | 
undoubtedly became stretched and impaired in strengtn. | 
Possibly the bolts were not adjusted sv that the strain came 
evenly on all of them, but on each successively, so that 
finally they parted under a somewhat less load than they | 
had carried safely heretofore. 

It is in illustration of tbe wisdom of the best modern | 
railroad requirements which generally prohibit tension | 
rods being strained toa greater amount than 10,000 lbs. 
to the square inch. 

The Chief Engineer of the New York, Lake Erie & West 





Bridge. 


abutment a “ corbel,” which consisted of two timbers 10 x 11 
in. running from the end of the chord to the first panel 
joint, where it was secured by the suspension rods passing 
through it. He believed it strengthened the bridge ; but in 
the opinion of the Board (which is shared now ty Mr. 
Wentz) it had no such effect. Its only effect was to keep the 
lower chord from rotting, which might have happened some- 
what faster without it by reason of the moisture directly on 
the abutment. Had a diagonal rod run down from the first 
post to the end of the corbel, some additional strength 
would have been given to the structure. But no such rod 
was there. 

Previous to the Ist of July last Mr. Wentz had been in 
charge of the bridge, but by reason of sickness in the spring 
had been unable to give it personal attention. His assist- 
ants came to his room for consultation, however. About a 
year previous he had made a personal inspection to the ex- 
tent only of examining the general condition of the timbers 
and watching an engine pass over it, and thought there 
was a deflection of an inch to aninch and a half, but con- 
cluded that it was in good condition and would answer for 
the present, but made a note to have the bridge rebuilt dur- 
ing the winter of 1883-84. 

It appears that no one connected with the Delaware & 
Hudson Canal Company ever calculated the strain on this 
bridge to determine whether any of the members were over- 
strained or not. 

‘Two new timbers had been putin the east lower chord, 
extending about 30 ft. from the north abutment, in the 
spring of 1883, which with the corbels above mentioned 
were about the only repairs for three years. 


CONCLUSIONS. 


Tae conclusions reached by the coroner’s jury in the case, 
after many days’ deliberation, were as follows: 

‘“‘And the jurors aforesaid do, upon their oaths as 
aforesaid, find aud declare, upon the testimony taken 
and upon inspection of said bridge, that it was at the 
time of the said wrecking of said train unfit and unsafe 
for the purposes for which it was used, by reason of 
the unsound state of the timber and the insufficient 
quantity of iron used in the original construction of said 
bridge, and had been unsafe for a long time previous to said 
wrecking. 

‘‘ And the said jury do, uron their said oaths, find and 
declare C. W. Wentz, Chief Engineer of said Delaware & 
Hudson Canal Company’s Railroad, severely censurable for 
allowing a wooden bridge that had, by bis own admission, 
nearly reached the limit of itssafe period, to go for so long a 
time as one year without careful inspection by a competent 
bridge expert ; and the more so inasmuch as be knew that a 
heavy line of pleasure travel must pass over this structure. 

‘** And we further believe from said evidence that this un- 
safe condition might have at any time been revealed by a 
careful and competent inspection. 

‘“* And we are further constrained to believe, from the 
testimony offered, that there is not that thoroughness and 
efficiency in subordinate bridge-iuspecsing that would best 
tend to the safety of the persons and lives of those who in- 
trust themselves to the said Delaware & Hudson Canal 
UCompany’s agents on the Glens Falls Brauch. 

‘‘And further, that the engineer department is censurably 
negligent in not providing more stringent rules, and requir- 
ing more strict adherence thereto. 

** And the said jurors do, upon their said oaths, find aud 
declare, upon the testimony received, that Theodore Voor- 
bees, Superintendent of the Delaware & Hudson Canal 
Company’s Railroad, is severely censurable for allowing 
trains heavily laden with passengers, and consisting some- 
times of six or mvre coaches, drawn by the heavy Mogul 
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locomotives so called, to pass at so high a rate of speed as 15 
miles per hour over a bridge situa as this was, upon a 
strong curve and on a heavy down grade.” 

Ia the above the Board concurs, and alsv calls attention to 
the danger of there being any doubt in the mind of the 
Superiatendevt as to who is responsible for the safety of 
bridges. A somewhat similar case came before the Board 
on the occasion of a trestle bridge giving way at Scottsville, 
oa the Genesee Valley branch of the Buffalo, New York & 
Philadelpaia Railroad, Feb. 17, 1883. In each case the 
Superintendent left the repair of bridges to a foreman who 
was incompetent for the responsible position. 

Alonzo Groat, like Alonzo Finn (the bridge foreman in the 
case above alluded to), while doubtless a good practical 
bridge carpenter, was totally incompetent to be intrusted 
with the sole supervision of bridges, being unable, as he 
admits, to calculate the strains on different members. 

Indeed, if he is reported correctly im his testimony before 
the corouer’s jury, he stated that “ either of the lower chords 
might bave broken under a load and the bridge not have 
gone down”! 

It is hardly necessary to say that a man holding such 
opinions as this is not sate to be trusted with the ins ion 
and repair of bridges without supervision, when human 
life is at stake. F 

The Board also censures the management of the Delaware 
& Hudson Canal Company, specifically for failing to bave 
the bridges aud trestles on its line of rvuads properly tested 
and examined. 

Tbrough the absence of such an examination under a well 
regulated system this disaster occurred. 

For divided responsibilities and incompetency in the per- 
formance of their duties by subordinates, such as is here 
disclosed, a railroad corporation is primarily and legally 
responsible. 

The Delaware & Hudson Canal Company should at once 
specifically indicate wbetber the Chief Engineer or the divi- 
rent superintendents be held responsible for the safety of 

ridges, 

That whoever is indicated make or have made a careful 
calculation of the strains on the members of each bridge, 
and that if any members be found insufficient, they be 
brought withia the margin of safety recognized by the best 
engineering standards of the day: which it is not deemed 
necessary to specifically prescribe here. 

By the Board, WILLIAM C. Hupson, Secretary. 








The New Bridge over the Niagara River. 





The connection between the two ends of the new bridge 
over the Niagara River on the Canada Southern Division of 
the Michigan Ceutral was ccmpleted Nov. 22. We are in- 
debted to the Buffalo Express for the following description 
of the work : 

Between the cavtilever arms, which reach out toward 
each other from either shore, is a space of 120 ft. to be 
bridged by an ordinary fixed span, which is supported by 
the lever structure. It was upon this structure that the 
parts were connected from shore to shore yesterday. As 
yet there is no passage across for any but the venturesome 
or the experienced workman. 

The first person who went across was McCloy, the well- 
known river boatman, who was at workon the bridge. The 
distinction was won on Tuesday. At 10 o’clock a timber 
was thrown across from one side to the other. The men 
were all very eager to cross, and an extra degree of nervous 
venturesomeness was observed. To check this, Superinten- 
dent Ryland gave order that no one should cross until a 
second timber was thrown across, as he feared the men 
would rush upon the narrow passage and some one would 
be drowned. But McCloy couldn’s wait. Watching his 
chance be ran across, achieved the notoriety he sought, and 
was discharged promptly, according to promise. Afterward 
workmen crossed at will and otbers did the same. 

The story of such a great undertaking is never fully told 
without resort to dates and figures. Perhaps it is best told 
by them, for the dates show the marvelous progress made, 
and che figures indicate as far as possible the amount of 
work done. The contract was signed on April 11 last, 
ground was broken and work begun on the foundations 
four days later. The laying of the Beton cement began on 
: une — the masonry on June 26. This was finished on 

ug. 20. 

Tae coastruction of the steel towers above the masonry 
began at once, and on Sept. 8 the American tower was 
finished. The Canadian tower was finished 10 days later. 
The derricks and engines were at once removed, and on 
Sept. 28 work on the cantilevers began on the American 
side. The arms from the towers shoreward were finished in 
time to begin construction on the river arms on Nov. 1. 
The present work is confined to the fixed span, which em- 
braces the space of 120 ft. left by the cantilevers. 

It is expected that the bridge will be completed before the 
specified time, Dec. 1. Failure to fulfill the contract in- 
volves the forfeiture of $500 a day. This contract refers to 
the bridge proper only—that is, the space across the gorge. 
The approaches are built by separate contract. That on 
the American side is building by Superintendent Ryland in 
connection with the general work, and will bc done ina 
few days. The approaches on the Canadian side are in the 
hands of Canadian contractors, and are not quite so far ad- 
vanced. r 

Now, as to figures. The bridge proper is made up of the 
horizontal space between the shore abutments and the 
towers, each 195 ft.; the tower panels, each 25 ft.; the 
river arms, each 175 ft., and the middle span, 120 ft., mak- 
ing in all 910 ft. without the approaches. 

Tbe cantilevers are each 395 ft. long ; the distance from 
the base of the railway rail to the water is 239 ft. ; the total 
weight resting on the towers under the maximum condition 
of strain is, m round numbers, 6,400 tons ; the total uplift- 
ing force that can be exerted by the shore arms of the can- 
tilever under maximum conditions is 340 tons on each ; 
the weight of each anchorage to which the shore ends on 
the cantilevers are fastened is 800 tons. . The cantilevers, 
it must be understood, are heaviest toward shore, so that 
the weight of the middle span and of passing trains is easily 
sustained without strain. 

The contract was let to the Central Bridge Co., of Buf- 
falo, which bas for active members Gen. George 8S. Fields, 
Edmund Hays and C. V. N. Kittredge. The railroad com- 
pany is represented by Chief Engineer C. C. Snyder, who 
must approve of all work. He is accompanied by a staff 
composed of A. R. Trew, First Assistant, and J. A. Bell and 
BF. Betts, assistants; W.F. Zimmerman, Inspector of iron 
and steel at the various mills, and Jacob Jung, Inspector of 
fiuished material at the shops. The work is directly in 
charge of S. V. Ryland, Superintendent of Construction; A. 
Deyo, first assistant; W. A. Lee, Foreman on the American 
side, and T. P. Sullivan, Foreman on the Canada side, 

Mr. Ryland arrived on the spot on July 10, and began the 
false work on which the bridge has been constructed. 
Although apparently on the youthful side of 40 years, he 
has built some of the largest bridges in the country. For 15 
years he bas been in charge of the bridge operations of 


Kellogg & Maurice, of Athens, Pa., during which time he 
built the celebrated elliptical truss bridge at Smithfield 
street, Pittsburgh. He also built the 300-tt. double-track 
two-truss bridge for the West Shore Railway at West Point. 
Across Snake River, in Idaho, he byilt a wooden cantilever 
bridge for false work to an iron bridge, and in 1871 he built 
a bridge of 260 ft. draw across the Tombigbee River, using 
temporary wovoden trusses instead of false work. He 1s 
greatly in favor of the use of travelers in construction, and 
says that if the Niagara bridge could have been trestled up 
the work would have cost twice as much as it now has. 

Iu outlines the finished bridge will be perfectly level, with 
no railing supports. The iron work is quite narrow at the 
shores and comparatively so at the middie span. From 
these points it broadens my Be the top of the towers, 
which gives it an irregular but very stocky appearance 
beneath. Within these outlines is a maze of braces and 
—— running in all direstions. 

ere will be two tracks, one of which is already built for 
the use of hand-cars to aid in the work. Standing only 300 
ft. above the old suspension bridge, it presents to it a strong 
contrast. The wires, railways and‘ fine work of the latter 
give it the appearance of the finished task of a basket- 
weaver, while the cantilever is stern and rugged, as though 
chopped from a block. Just at the foot of the tower, on the 
American side, the first ripple of the Whirlpool Rapids can 
be seen. So rapidly does the torrent increase that they are 
yg ane seething in full violence under the old bridge but 

t. below. 








Agreement of the Southern Railway & Steamship 
Association. 


Agreed; That the Southern Railway & Steamship Asso- 
ciation be continued under the following agreement: 

THIS AGREEMENT, made this 24th day of October, A. D. 
1883, by and between the Central Railroad & Banking Co. 
of Georgia, Savannah, Griffin & North Alabama Railroad 
Co., Mobile & Girard Railread Co., Atlanta & West Point 
Railroad Co., Western Railroad of Alabama, Port Royal & 
Augusta Railway Co., South Carolina Railway Co., Georgia 
Railroad Co., East Tennessee, Virginia & Georgia Railroad 
Co.. Norfolk & Western Railroad Co., Memphis & Charles- 
ton Railroad, Richmond & Danville Railroad Co., Charlotte, 
Columbia & Augusta Railroad Co.. Columbia & Greenville 
Railroad Co., Louisville & Nashville Railroad Co., Mobile 
& Montgomery Railway Co., South & North Alabama 
Railr Co., Cincinnati, New Orleans & Texas Pacific 
Railway Co., Alabama Great Southern Railroad Co., Vicks- 
—= Meridian Railroad Co., Savannah, Florida & West- 
ern Railway Co., Charleston & Savannah Railway Co., 
Western & Atlantic Railroad Co., Rome Railroad Co., Wil- 
mington, Columbia & Augusta Railroad Co., Wilmington 
& Weldon Railroad Co., Seaboard & Roanoke Railroad Co., 
Nashville, Chattanooga & St. Louis Railway Co., Old Do- 
ainion Steamship Co., Merehants’ & Miners’ Transportation 
Co., Clyde Steamship Lines, Baltimore, Chesapeake & 
Richmond Steamboat Co., New York & Cnarieston Steam- 
ship Co., Ocean Steamship Co., Boston & Savannah Steam- 
ship Co., ard also such otber transportation companies as 
may hereafter, by consent of said parties, subscribe hereto: 

WITNESSETH, That whereas, tne establishment and main- 
tenance of tariffs of uniform rates, and the prevention of 
unjust discrimination, such as necessarily arises from the 
irregular and fluctuating rates which inevitably attend the 
separate and independent action of transportation lines, is 
———- for the protection of the public ; j 

nd whereas, it is deemed to be to the mutual advantage 
of the public and the transportation companies, that busi- 
ness in which they have a common interest should be so 
conducted as to secure a proper correlation of rates such as 
will protect the interests of competing markets without un- 
just discrimination in favor of or against any city or 
section ; 

And whereas, these objects can be attained only by co- 
operation on the _ of the various transportation lines 
engaged in the traffic of the territories south of the Potomac 
and Ohio rivers and east of the Mississippi River— 

Now, therefore, in order to secure such co-operation among 
the said transportation liues, by providiug means for the 
prompt adjustment of the differences which may arise be- 
tween them; by placing all of their traffic common to two or 
more companies under the control of officers jointly elected; 
by the general conduct of the same, under well-defined rules 
and regulations, and by —_ and equitable divisions of busi- 
ness, such as will naturally ensue from the maintenance of 
rates, or by actual apportionment; it is mutually agreed as 
follows : 

First.—That the organization herein provided for may in- 
clude all such railways east of the Mississippi and south of 
the Potomac and Ohio rivers, and the steamship lines con- 
necting them with Boston, Providence, New York. Phila- 
delphia and Baltimore, which transact business with each 
other: provided, sucb parties are included in this agreement, 
or may hereafter be admitted as parties thereto by the action 
of a general convention; and that the Association herein 
formed shall be styled ‘‘ The Southern Railway d& Steam- 
shi Association.” 

Second —That the representatives of the several compa- 
nies, members of the Association, shall meet in convention 
annually, on the third Wednesday in October, in the city of 
Atlanta, or at such other places as may be mutually agreed 
upon; and special meetings may be called at any time, as 
hereinafter provided. 

Third.—The business to be transacted in general conven- 
tion shall be confined to the election of officers and fixing 
their salaries, the admission of new members and their rep- 
resentation on the Executive Committee, and the adjustment 
of such matters as cannot be properly determin by the 
Executive Committee with the aid of the Board of Arbitra- 
tion. Each company, a member of the Association, shall 
have one vote. Two-thirds of the whole vote of the mem- 
bers present shall be required to make the action of the Con- 
vention binding. Companies, members of the Association, 
may he represented in the Convention by the President, 
Vice-President, General Manager, Superintendent, or Gen- 
eral Freight Agent, in person, or by proxy; provided, their 
proxy presents to the retary a properly attested power 
of attorney. Incase of more than one uomination being 
made for any office, the election shall be by baliot. 

Fourth.—The Virginia, Tennessee & Georgia Air-Line, 
Richmond & Danville Railroad Line; Great Soutbern 
Freight Line via Savannah; Great Southern Freight Line 
via Charleston; Louisville & Nashville Line; Cincinnati, 
New Orleans & Texas Pacific Line; Savannah, Florida & 
Western Line; Western & Atlantic Railroad Co.; Atlantic 
Coast Line; Nashville, Chattanooga & St. Louis Railway; 
Coastwise Steamship Association, shall each designate a 
representative, who shall be authorized to represent them 
in all matters of business with the Assoviation or its mem- 
bers, and the several representatives so designated shall 
constitute an Executive Committee, of which the General 
Commissioner sball be Chairman. If any company or line 
which is entitled to a representative fails to appoint one, or 





Executive Committee, suclt company or line shall be repre- 
sented by the General Commissioner, acting as their agent 
under the authority conferred by this agreement. 





if their representative be not present at any meeting of the | sh 


Fifth.—The Executive Committee shal] meet, at the call 
of the Chairman, whenever and wherever, in his judgment, 
it is necessary, or when any three members of the Committee 
request it; but all such calls must state the object of the 
meeting and the subjects to be acted upon by the Cummittee. 
All ahsent members shall be represented by the General 
Commissioner, whose duty it sball be to make himself fami- 
liar with their views and interests, so that he can represent 
them properly; and votes cast by the Genera! Commi 
for absent members, at any meeting, on ary subject stated 
in the call, shall have the same force and effect, in binding 
such members, as if cast by them in peete. O.ber subjects 
than those mentioned ia the call may be considered and acted 
on in the meeting of the Executive Committee; but the 
assent of absent members must be obtained, or the decision 
of the Board of Arbitration, before such action become 
binding upon them. The Executive Committee shall have 
jurisdiction over all matters relating to the joint traffic, but 
shall act only by unanimous consent of all its members. In 
event of failure to agree, the questions at issue shall be 
settled by the Board of Arbitration hereinafter provided for. 
But this shall not be construed to give the Executive Com- 
mittee or the General Commissiéner any control over the 
local business of the company, even though such local busi- 
ness may, of necessity, pass through ts at which the 
traffic is divided by apvortionment. 

Sixth.—The Executive Committee shall have the right, at 
their discretion, to appoint sub-committees, either of their 
own number, or from among the otber_ officers and agents 
of the companies members of the Assoeiation, and to dele- 
gate to such sub-committees jurisdiction over such matters 
as may be specially committed to their charge, but the sub- 
committees shall act only by unanimous consent; and failing 
to agree, the questions at issue must be referred to the Ex- 
ecutive Committee for settlement. The General Commis- 
sioner will be, ex officio, Chairman of all sub-committees, 
and, as such, shall be tbe medium of communication between 
the sub-committees and the Executive Committee. Absent 
members of sub-:ommittees will be represented by the 
General Commissiouer, as in the case of absent members of 
the Executive Committee. During the interim between the 
reference of any matter of difference from a sub-committee 
to the Executive Committee aud the final determination of 
such matter, the General Commissioner shall, if it be a 
matter requiring prompt action, have authority to decide it 
tem fn ap and his decision shall be binding on all parties 
until reversed by the Executive Committee or by arbitra- 
tion. 

Seventh.—The following officers shall be elected at the 
annual meetings, and shall hold their offices until the next 
annual meeting. and thereafter until their successors are 
elected: A President, a Secretary, a General Commissioner, 
three arbitrators, an Auditor. 

Eighth.—The President shall preside over all general 
meetings of the Association, certify to the records of such 
meetings, and communicate the proceedings to all the 
members. He shall call a general meeting of the Association 
whenever he is requested to do so by toree members of the 
Executive Committee, or whenever it is, in his judgment, 
necessary to do so. , 

Ninth:—The Secretary shall make complete and accurate 
records of the proceedings of all general meetings of the 
Association, the originals of which shali be preserved in the 
general office of the Association, and copies furmsbed to 
each member. He shall also act as Secretary to the Board 
of Arbitration, and to the several committees hereinbefore 
provided for, and preserve similar records of their pro- 
ceedings. 

Tenth.—The General Commissioner shall be the Chief 
Executive Officer of the Association, and, as the representa- 
tive of its members both severally and jointly, shall act for 
them in all matters which come within the jurisdiction of 
the Association, in conformity with the requirements of 
this contract and the instructions of the several committees 
hereinbefore provided for, but exercising his discretion in 
all cases which are not provided for either by this general 
agreement or by the committees acting under its authority 
and sanction. “The General Commissioner shall also take 
charge of the Green Line car reports and claims, and ap- 
point such clerks and claim agent as may be necessary, and 
cbarge up the expense to the roads interested in the Green 
Line business on an equitable basis, managing the business 
for the benefit and at tne cost of the companies interested. 

Eleventh.—The Boaed of Arbitration shall hear and deter- 
mine all questions which may be submitted to them under 
this agreement or by consent of the parties members of the 
Association, and the decisions of the said Board of Arbitra- 
tion shall be final and conclusive. 

Twelfth.—The Aaditor shall have charge of the Clearing- 
House, and shall keep full and accurate accounts of all the 
joint traffic, making reports of the same to all members of 
the Association and to the General Commissioner, He shall 
keep a ledger account with the General Commissioner and 
with each member of the Association, from which be shall 


“furnish each company a statement of their account monthly, 


showing the debits and credits to them at each point at 
which the business is | gerne any and a general balance- 
sheet shall be drawn off monthly, and copies furnished to 
the Executive Committee and to the General: Commissioner, 
who shall cause settlemeuts of balances tobe made promptly, 
distributing the funds deposited to his credit for a . 
pose, as hereiuafter provided, and drawing drafts on de! 
companies for balances due in excess of their deposits as 
shown by the certified statements of the Auditor, which 
drafts sball be duly honored, notwithstanding errors or 
omissions, if there be any, which must bn adjusted in subse- 
quent settlements. 

Thirteenth.—In event of a vacancy occurring in the office 
of General Commissioner, Arbitrators, Secretary, or Audi- 
tor, the President shall fill the vacancy until a general 
meeting of the Association can be convened to elect a suc- 
cessor, and such meeting shall be called by the President 
within 20 days after the vacancy occurs. 

. Fourteenth.—All disbursements of the funds of the Asso- 
ciation shall be made by the General Commissioner, who 
shall give bond, with security io such amount as be 
satisfactory to the Executive Committee, that he will duly 
and properly account for all moneys of the Association, or 
belonging to members thereof, which may, in any manner, 
come into his possession or under his control. No payments 
shall be made except on vouchers which have been exam- 
ined, found correct, and certified by the Auditor. Credit sball 
be given to the General Commissioner by the Ley fy pay- 
ments made by him on account of the expenses of Asso- 
ciation or its officers, only on properly receipted vouchers ; 
and such receipted vouchers shall be filed in the Auditor's 
office, subject to inspection by the Executive Committee, or 
such person or persons as may be appointed by them for this 


ori ifteenth.— When all parties interested in the joint traffic 
at any point are willing to maintain rates without an ap- 
portionment of the business, no apportionment shall be re- 
quired; but ifany one of the parties insist upon an appor- 
tionment the question shall be referred to the Board of Ar- 
bitration to determine whether or not such apportionment 
all be made; provided that nothing herein contained shal! 
be construed to require an apportionment of Green Line 
business. 





Sieteenth.—On all business apportioned om the basis of 
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revenue there shall be deducted as an initial charge and de- 
posited to the credit of the General Commissioner, by the 
company which receives the freight, an amount equivalent 
to 20 per cent. of the revenue to be divided, such deposits 
fo be made in such bank or banks as the General Commis- 
sioner shall designate, subject to bis order. The amount so 
deposited shall be credited by the Auditor to the companies 
or lines by whom they are contributed and shall constitute 
a fund which shall be applied, at the expiration of the 
month during which the same has been deposited, to the 
payment of any balances due by such companies; but after 
settlement of such balances, if there be any remainder, it 
shall be returned to the companies to whom it belongs. _ 

Seventeenth.—The Auditor shall be furnished with copies 
of all manifests issued by the companies members of the 
Association, for freights which are shipped from or destined 
to points at which the business is divided by apportionment, 
such copies to be forwarded at the time the shipments to 
which they appertain are made, and abstracts of all such 
manifests sha}l be furnished to the Auditor at the expiration 
of each month. The tonnage books of every company in the 
Association shall be open at all times to the inspection of the 
Auditor, or such agents as he may from time to time appoint, 
for the purpose of enabling bim to get a complete record of 
all freights shipped to or from points at which the business 
is divided by apportionment. : 

Kighteenth.—In apportioning business, cotton, and any 
other freight which it may be practicable to divide in kind, 
shall be so divided, and not by allotment of revenue. Each 
company pr line shall be required to carry its allotted pro- 
portions as nearly as possible; but settlements must be made 
monthly for any excess cariicd as provided for in Section 
19; provided, tbat no penalt, shall be imposed upon a com- 
pany or line which carries an «Xcess, for the benefit of any 
company or line that refuses or willfully neglects to carry its 
allotted proportion. : 

Nineteenth.—All divisions by apportionment of tonnage 
or revenue shall constitute a special agreement between the 
companies or lines terminating at or passing through the 
point at which the apportionment is made, and the terms of 
such agreements sball be adjusted with reference to the cir- 
cumstances of each case between the parties, or by arbitra- 
tion, if they cannot agree. The companies to which the 
allotments are made shall determine the sub-divisions 
thereof, and shall be responsible for the settlement of all 
balances for excess carried by them. Companies or lines 
which carry an excess shall be allowed 20 per cent. of the 
revenue for transporting the same. : ; 

Twentieth.—W hen, by reason of any actual difference in 
the rate or premium for insurance against marine risks, any 
line is at a disadvantage in competing with any other water, 
or combined rail and water line, such inequality may be ob- 
viated by an arrangement with the insurance companies, 
individually or collectively, by which the transportation 
lines can assume or pay the difference between the premium 
or rate of insurance by their own line, and that by the lines 
or their competitors, and thus secure to shippers the same 
premium or rate of insurance by all lines. In cases of com- 
petition between all-rail lines and water or combined rail 
and water lines, the latter may assume the whole of the pre- 
miums or rates for insurance against marine risks, and bills 
of lading to this effect may be issued. It is, however, dis- 
tinctly understood and agreed, that no reduction of the es- 
tablished tariff of rates, rebates, or considerations of any 
kind, shall be given or offered to influence shippers or to 
secure their preference for any road or line. 

Twenty-First.—The Executive Committee shall organize 
such a system for the rendition of tonnage and revenue 
reports of the joint traffic throughout the territory covered 
by the Association as shall enable the General Commissioner 
to be at all times fully informed of the movements tbereof, 
and the observance of rates established therefor, in order 
that he may detect promptly any violation of rates, and 
keep the several companies or lines informed as to whether 
they are in excess or deficit, at such frequent intervals as 
may be necessary to effect a distribution of the business in 
accordance with the agreed division thereof, and thus pre- 
vent the accumulation of balances in excess of the deposits 
made to secure the same. For these purposes, committees 
may be appointed, or joint agencies may be established by 
the Executive Committee at their discretion: Provided, that 
such committees shall represent impartially all parties 
interested, and that all nomination of agents shall be made 
by the General Commissioner; and provided, further, that 
the necessary expenses of all such committees and agencies 
shall be borne by the Association, and distributed among its 
snembers as hereinafter set forth. Tonnage and revenue 
statements shall be rendered monthly to each member of the 
Association, and also annually to the 3lst day of August, in 
a report to be made by the General Commissioner and 
Auditor at the expiration of each year, and distributed to 
the members at least two weeks before the annual meeting. 

Twenty-second.—Members of this Association shall not 
enter into any agreements relative to the joint traffic cov- 
ered by this contract with transportation companies not 
members of this Association, except with the approval of 
the Executive Committee or the General Commissioner and 
in accordance with the rules and regulations of the Associa- 
tion as herein set,forth and as supplemented by the Execu- 
tive Committee as hereinafter authorized or allowed. 

Twenty-third,—In order to defray the expenses of the As- 
sociation there shall be assessed annually, on each member 
thereof, a tax of $300, which sha!l be applied to paying sal- 
aries of general officers and toward other general expenses, 
such as office rent, printing, etc.; and such additional 
amount may be assessed on the different members pro rata, 
according to their gross revenue derived from the joint 
traffic, as may be necessary to meet these and all other ex- 
penses of the Association. 

Twenty-fourth.—The Executive Committee shall have 
authority to make, from time to time, such rules and regu- 
lations not inconsistent with this agreement as may be 
necessary to secure a systematic conduct of the affairs of 
the Association and attain the objects for which it is 
formed. 

Twenty-fifth.—This contract takes effect the first day of 
January, 1884, and shall terminate on the 31st day of De- 
cember, 1884, 








History of the Milwaukee & St. Paul’s Relations with 
the Omaha Pool. 


The Chicago Tribune of Nov. 20 has the following, which 
evidently states the views of the old members of the fowa 
Trunk Lines Association—that is of all but the Milwaukee 
& St. Paul itself : 

In order to place the responsibility for the havoc that is 
sure to come, a representative of the 7'ribune was permitted 
yesterday to peruse papers and documents bearing 
on this trouble which are of great interest, and which 
show that the storm has been brewing for nearly a year 
past. It appears that for the first five or six months after 
the reorganization of the Iowa pool, Oct. 1, 1882, the Mil- 
waukee & St. Paul ran behind its allotted percentages. 
From December, 1882, to April, 1883, a large amount of 
business was turned over to the Milwaukee & St. Paul each 





'until the balances had been paid. 
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month to equalize the pool percentages. Feb. 27, 1883, the 
Commissioner issued an order that all west-bound freight 
from the Lake Shore and Michigan Central Railroads be 
delivered to the Milwaukee & St. Paul for the month of 
March, and that delivery be made whether freight. was 
specially consigned or not. About the end of February the 
Milwaukee & St. Paul was still short about $12,000, which 
was made good by the pool. 

About June, 1883, the Milwaukee & St. Paul suddenly 
commenced to carry animmense amount of grain from 
Council Bluffs to Chicago. The other roads, surmising that 
there was something wrong, investigated the matter and 
claim to havediscovered that the rates were being cut. 
Shortly afterward the Milwaukee & St. Paul also com- 
menced to carry the bulk of wool, and again it was charged 
that it was due to rate-cutting. The live stock business did 
not commence until August and continued until the end of 
October. In July the Milwaukee & St. Paul sent its Gen- 
eral Superintendent and Generai Freight Agent to Chey- 
enne, Wy., there to meet the Stock-Growers’ Association of 
Wyoming. 

The Association was thenclamoring for,reduced rates, and 
the above-named officials of the Milwaukee & St. Paul, it is 
said, promised to use their best efforts to bring about the 
reduction asked for. The Association then appointed a 
committee, which came to Chicago and held a meeting with 
the managers of the roads in the Iowa pool and the lines west 
of the Missouri River that were interested in carrying live- 
stock. Only three roads voted in favor of the reduction. 
These were the Rock Island, Milwaukee & St. Paul, and 
Union Pacific. As soon as this action was made known to 
the Stock-Growers’ Association it immediately issued cir- 
culars to all the Western stock-growers and shippers that it 
would be to their interest to ship all their live stock over 
the Union Pacific, St. Paul, and Rock Island. At the same 
time the stock-growers and shippers formed a combina- 
tion, each one pledging himself to pay $1 on each head 
of cattle into a fund. Thus about $40,000 was raised. 
A committee of three was appointed to direct the ship- 
ments of cattle to the three above-named roads, and 
any shipper refusing to allow the stock to be shipped 
as they directed was to forfeit the amount paid 
into the above-mentioned fund. About the middle 
of September last the St. Paul notified Commissioner Midg- 
ley that it was not satisfied with the agreement providing 
for the equalization of tonnage. It took the ground that 
live stock could not be diverted, and as it was carrying 
more than its proportion it did not care to further divert 
dead freight in order to even up live-stock percentages. 
Nov. 6, 1883, statements were sent out for the settlement 
of balances to all the roads in the pool due for August and 
September. The Burlington issued a draft on the Milwaukee 
& St. Paul for the amount due Nov. 8, and the draft was 
returned with the indorsement that the Milwaukee & St. 
Paul refused to honor it. This, it is claimed, was the first 
instance in the fifteen years’ history of the pool that a draft 
for settlement of balances was refused, 

Nov. 14 the general managers and general freight ageuts 
of the Iowa pool lines met at Commissioner Midgley’s office 
to take action in regard to the refusal of the Milwaukee & 
St. Paul to settle balances. The meeting was one of the 
most interesting and exciting ever held. The Milwaukee & 
St. Paul, which had previously informed Commissioner 
Midgley that live stock couldn’t be diverted and therefore 
it would no longer divert dead freight to even up live-stock 
percentages, took at this meeting the position that it would 
not settle in money, because the live stock should have been 
diverted. Mr. Merrill, General Manager of the St. Paul, 
according to the official report, said he could not understand 
why the Commissioner had not diverted live stock. The St. 
Paul was not responsible for carrying more than its propor- 
tion of the live stock. It was forced upon it; hence it sbould 
not be required to pay the total amount of excess. While 
the Commissioner had ample authority to divert live stock 
as well as dead freight, he did not seemingly care to divert 
the former, although he had diverted the latter. The Com- 
missioner said he had not been remarkably successful in 
diverting dead freight from the St. Paul road, but had ex- 

erienced no difficulty in diverting from the other lines. 
‘he Joint Agent at Council Bluffs had informed him that he 
had been able to control the business of every road in the 
Association excepting that of the Milwaukee & St. Paul, 
— that the agent of the latter had obstructed his efforts to 
ivert. 

The St. Paul officials insisted that not only had they car- 
ried out the Commissioner’s instructions, but during the last 
four months had made large voluntary diversions. The 
trouble was the Commissioner had insisted upon giving di- 
rections through the general agency at Council Bluffs, in- 
stead of through the St. Paul’s general office at Milwaukee. 
Mr. Merrill also denied the charge that his road had cut the 
rates. 

Mr. Potter and other members stated that they were mor- 
ally certain the St. Paul had cut the rates. 

Mr. Hughitt inquired if any charges had been preferred 
against the Milwaukee & St. Paul of having cut rates on 
west-bound business, and if the charges had been proven. 

The Commissioner replied in the affirmative. e had re- 
ceived a letter from the Northwestern, dated Oct. 24, 
charging that a certain Omaha firm was being paid a rebate 
of $5 per car on shipments of agricultural implements from 
Racine to Omaha. Upon investigation, he found that the 
firm in question received a rebate of 5 cents per 100 lbs., 
which makes a cut of $10 per car. Charges were also made 
that the Milwaukee & St Paul had been cutting rates on 
cement and timber to the Missouri River. 

After a further long and acrimonious discussion, Mr. 
Cable, of the Rock Island, moved that the Iowa Trunk Line 
Association be declared dissolved at 2 o’clock that day, and 
that the balances shown to be due up to date be paid as de- 
clared. 

Mr. Hughitt made the point that the Association could not 
be terminated unless by unanimous consent. 

Mr. Potter would not consent to dissolve the Association 
If the St. Paul would 
pay its debts, he would then be willing to vote for a disso- 
lution of the pool. 

Mr. Cable’s resolution was lost, the Rock Island alone 
voting in the affirmative. 

Upon inquiry the Commissioner stated that any member 
could withdraw by giving 30 days’ notice. 

Mr. Merrill said he was dissatisfied with the agreement, 
and would give the required notice of withdrawal to the 
Commissioner. He inquired how much time would be 
allowed before making a definite reply as to the payments 
of the drafts. 

, Mr. Cable thought the matter could be determined in one 
day. 

Mr. Potter believed the St. Paul had willfully violated 
the agreement. In view of its attitude there was in reality 
no pool. He wished to say that in case the Milwaukee & 
St. Paul refused to honor its obligations neither the Burling- 
ton nor the connections controlled by it would have any 
further business relations with that road. His roads would 
withdraw from all agreements with it. This, he thought, was 
the only way to prevent a repetition of the St. Paul’s action. 
When a road violated ‘its agreement simply because it 
thought its percentage was too small the other-roads should 





| NOVEMBER 30, 1883 


discountenance such proceedings by commercially ostracis- 
ing it. 

Mr. Merrill remarked that if the St. Paul had no excuse 
for a failure to pay the drafts, he would honor them, but 
again insisted that the Commissioner should have diverted 
the stock. 

Mr. Cable contended that the Commissioner had done all 
he could and was not responsible for a failure to effect a 
division. 

After further discussion Mr. Merrill said he would give 
a definite reply Monday as to what the St. Paul would do. 
The meeting then adjourned. 

Noy. 16 Mr. Merrill telegraphed that he would pay the 
Burlington’s draft for settlement of balances for August 
and September, and on the same day he gave notice to the 
Association that the manner of conducting its business was 
unsatisfactory to the St. Paul Company, and that at the ex- 
piration of 30 days it would withdraw from the pool. 


THE SCRAP HEAP. 
Locomotive Building. 

The Paterson (N. J.) Press of Nov. 23 says: ‘‘ This morn 
ing a number of startling rumors were circulated about the 
city concerning the wholesale discharge of hands at the 
Rogers Locomotive Works and the reduction of wages at 
the Grant Works. As usual these rumors were greatly exag- 
gerated, but for a change there was some foundation for 
them. Stories of this kind have been circulated freely for 
some time, but up to the present there has been no founda- 
tion for them, the discharges, if any, occurring on account 
of a different arrangement of work or because one depart- 
ment was too far ahead, in which case the discharges were 
only temporary. In the Grant Works there has been a gen- 
eral reduction of wages of the employés, it is claimed for 
the purpose of making them even with wages paid in 
other shops. This shop bas been running over time and 
pushing the large order received some time ago from the 
Pennsylvania Railroad, and on this account the schedule 
was rather high. The reduction was accepted by all the 
men. Some were dissatisfied of course, which was but nat- 
ural, but there was no disposition to resist the reduction. In 
the Rogers Works a total of about 150 hands were laid off, 
the reason assigned being a scarcity of orders. These 
works have also employed an unusual number of hands for 
some time on account of orders crowding in. The full com- 
plement of hands is generally supposed to be about 1,900, 
Lut of late as high as 2,000 have been employed. This 
working force has now been cut down to about 1,850, so 
that nearly the full complement of hands is still employed. 
There is nothing at all in these facts at which to 
become alarmed. Inquiries among men interested in the 
building of locomotives show a very good feeling. and no 
more hands will be laid off, at least not until after Jan. 1, 
and even then any large discharge is extremely doubtful. 
The matter stands as follows: ‘he works have been overrun 
with orders for some time, but the extraordinary demand of 
the market is about supplied, so that what is left is what is 
generally wanted ; engines will be wanted to take the places 
of worn out engines and others will be wanted for new 
roads. The industry has settled down to its normal condi- 
tion. Should no turtber orders come in between this 
and Jan. 1, the Rogers Works may be compelled to Jay 
off more hands, but the possibility of no further crders being 
received is so extremely small that there is very little doubt 
but that the works will run along with their present supply 
of hands for an indefinite period. Orders bave been coming 
in steadily for some time, and it is certainly not to be ex- 
pected that they will cease to come in altogether. There is 
consequently no cause for alarm, and as long as the proprie- 
tors of the works express a hopeful and even a confident 
feeling there is no reason why the employés should become 
discouraged.” 

The Taunton Locomotive Works in Taunton, Mass., 
recently delivered a new passenger engine to the Boston & 
Providence road. 

The Old Colony Railroad shops in South Boston have 
recently completed a new engine for running fast trains 
and a new shifting engine for use in the Beston vard. The 
shifting engine has 15 by 22 in. cylinders and 41¢ ft. dri- 
vers. The freight engine has 18 by 24 in. cylinders and 5 ft. 
3 in. drivers. The boiler is of steel, and the engine has 
Richardson’s balanced slide valves. 

The Cooke Locomotive Works in Paterson, N. J., are 
building two locomotives with 18 in. cylinders for the Cape 
Fear & Yadkin Valley road. 

The Manchester Locomotive Works in Manchester, N 
H., recently completed two locomotives for the Boston & 
Lowell road. 


Car Notes. 

The Barney & Smith Manufacturing Co. in Dayton, O., 
is building 12 sleeping cars fer the Canadian Pacific 
road. 

The Boston & Albany shops at Allston, Mass., last week 
turned out 25 new White Line box cars, 

The Eastern Railroad shops in Salem, Mass., have begun 
to build six passenger cars and a number of freight cars for 
the road. 

The Tredegar Co. in Richmond, Va., recently delivered 
14 freight cars to the Cape Fear & Yadkin Valley road. 

The Pennsylvania Railroad shops at Altoona, Pa., have 
received orders to build 1,000 gondola cars for the bitumin- 
ous coal trade. 

The Laclede Car Co., a new concern, is building shops in 
St. Louis for the manufacture of street cars, 

The Michigan Car Co. in Detroit, Mich., is turning out 20 
cars au day from its works. The company has orders on 
hand for a large number of refrigerator cars for different 
roads. 

Bridge Notes. 

The Central Bridge Co. of Buffalo and New York, 
recently completed a bridge over the Coosa River in Ala- 
bama for the Georgia Pacificroad. It has four spans of 155 
ft. each. 


Iron Notes. 

The St. Louis Bolt & Iron Co. has started up its new mill 
in East St. Louis, Ill., which is to be used entirely for the 
manufacture of light rails, including street rails. 

The Pittsburgh Bessemer Steel Co., at Homestead, near 
Pittsburgh, has just completed an order for 17,000 tons of 
steel rails for the Louisville & Nashville road. 

The Helmbacher Forge & Rolling Mill Co. in St. Louis is 
now running all its works. ‘The forge recently completed a 
steamboat main shaft 30 ft. 6 in. long and 16 in. diameter, 
and is making another about the same size. 

Callie Furnace, near Clifton Forge, Va., owned by Hile- 
man, Waring & Co., went into blast Nov. 1, after a short 
stoppage. 

Manufacturing Notes. 

The Union Safety Frog & Switch Co. has been organized 
in Richmond, Ind., with $100,000 capital, to mak 
switches, frogs and other railroad appliances. 

The Niles Tool Works, of Hamilton, O., have been:consti 
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tuted sole agents for the West of the Gordon & Maxwell 
Co., of Hamilton, O., and the Morgan Engineering Co., of 
Alliance, O., with full authority to represent those com- 
panies. The Niles Tool Works have’opened a branch office 
at 153 Lake street, Chicago, under the management of Mr. 
W. P. Douglass, late of their Eastern Branch, and Mr. Jobn 
R. Williams, late Mechanical Engineer for the Union [ron 
& Steel Co., and Consulting Eogineer for the Pullman Iron 
& Steel Co. Every opportunity will there be provided to 
acquaint purchasers with all the details of their machinery, 
and they “ppm to keep on hand at that point as large a 
stock as the condition of trade will admit of. 

Cavett & McKnight, of Pittsburgh, have recently com- 
pleted for the Pittsburgh Steel Casting Co. a shearing 
machine weighing 60 tons, which will cut hot steel blooms 
8 by 8 in., or hot steel plates 36 in. wide and 4 in. thick. 


The Rail Market. 


Steel Rails.—The market is quiet, but with a good many 
inquiries and some large orders pending. Quotations may 
he put at $35 to $36 per ton at mill for large orders and 
$37 for small lots. Light rails, for which there is not much 
inquiry just at present, are quoted at $39 to $41. 

The Iron Age says: ‘‘Tbe Albany & Rensselaer Iron 
& Stee] Co. secured an order from the New York Central 
Railroad for 10,000 to 15,000 tons, at a price said to be 
under $36 at mill. The St. Louis Ore & Steel Co. secured 
an order from the Wabash Railway for 42,000 tons, 
at $38 at mill. Several small lots have been sold 
at from $37 to $39, according to point of deliv- 
ery and the time specified. Negotiations are in progress for 
large lots for Western railroads, and competition is quite 
active. It is likely that the lowest figures yet named may 
be shaded before the contracts are awarded, but thus far it 
is denied that the sales have been consummated. We re- 
ferred a few weeks ago iu terms of doubt to a reported sale 
of English steel rails to go to California, but we have since 
been assured that the sale was actually made. Exceptional 
circumstances gave English rails a slight advantage over 
American rails. At present figures English rails cannot 
compete with American at any point in the United States, 
duty paid.” 

Rail Fastenings.—Spikes, as expected, are somewhat 
lower, and Pittsburgh quotations are $2.50 to $2.60 per 100 
Ibs. Track bolts are also a shade lower, the quotations 
being $2.90 to $3 per 100 Ibs. for square nuts, and $3.15 to 
&3 25 for hexagon nuts. 

Old Rails.—-The demand for old iron rails is good and the 
market firm, the prices depending largely on quality. Sales 
are reported at $23.25 per tonin Philadelphia for American 
and $22.50 for foreign tees, and $24.50 to $25 for double- 
heads. 

British Rail Exports. 

For the month of October and the ten months then ending 
the exports of iron and steel rails from Great Britain to the 
United States and to all countries are reported as follows by 
the Board of Trade, in tons of 2,240 lbs.: 

To United States: 














October. : Ten months. — 

1881. 1882. 1883. 1881. 1882. 1883. 

Iron rails.... 4,681 211 24 38,479 21,127 2,593 
Steel rails... 14,827 25,481 5,575 171,100 162,506 56,877 
Total... 19.368 23,642 5,599 259,579 183,633 59,470 


This year the exports are not one-fourth as great as last 
year in October, and not one-third as great for the ten 
months. The iron exports for the ten months this are not 
one-eighth those of last year, and not one thirty-fourth those 
of 1881. 

The October exports this year were considerably exceeded 
in September and August, but they were larger than the 
exports in any other month of the year, except January and 
May, and were but little below the average of this year. 

The exports to all countries were: 








- -October.—_—— — —-—-Ten months.-——— 
1881. 1882. 1883. 1881. 1882. 1883. 
Iron rails.... 7,370 2128 798 108,606 42.708 22,000 
Steel rails...61.446 82569 58,996 512:370 6355124 638.417 
Tutal...... 68,816 84,697 59,794 620,976 677,832 660,417 


The decrease in October from last year is so great that it 
brings down the total exports of the year, which heretofore 
have been the largest for many years in spite of the great 
decrease in this country’s takings, a little below last year’s. 
The exports to other countries than the United States, 
which in most months have been much larger than for many 
years, in October as well as in September were less than last 
year. For the ten months, however, they were 600,947 this 
year, against 494,199 last year and 261,397 in 1881, so that 
on the whole there has been an extraordinary demand for 
English rails from other countries than the United States 
this year, and the comparison with October is unfavorable 
only because this demand was larger than last year also. 

In 1881 this country took about four-fifths of all the iron 
rails exported from Great Britain, last year one-half, this 
year only about one-eighth of the much smaller total. 

In October the only countries that took more rails than 
the United States were India and Australia, unless it were 
one of the unspecified ** other countries” which together 
took 23,923 tons, or more than 40 per cent. of the whole. 
Train Robbery. 


A dispatch from Socorro, N. M., Nov. 25, says : ‘‘ News 
reached here to-night of a train wrecking and robbery 4 
miles east of Gage station, 13 miles west of Deming. As the 
east-bound Southern Pacific passenger train passed about 5 
o’clock this afternoon it was cepaell by seven cowboys who 
opened fire on the train. About twenty shots were fired. 
Webster, the engineer, was killed. The robbers removed a 
fish-plate and spread the rails, throwing the engine, mail 
car, one coach and the front end of a sleeping car from the 
track. A brakeman who escaped brought in the first 
account, which was very meagre, The robbers hung around 
the wreck until night and then left, taking about $700 from 
the express car. Full particulars cannot be learned as the 
train has not reached Deming. The commanding officer 
has been telegraphed and the pursuit will be prompt and 
vigorous. None of the passengers were hurt.” 


A Cable Road in Idaho. 


A company has been organized to build a cable railroad 
from Hailey, Idaho, the terminus of the Wood River Branch 
of the Oregon Short Line, to Ketchum, a distance of 1014 
miles. It is proposed to work the road on the cable system, 
running the cables at a speed of about 5 miles an hour. 
The power is to be applied ata point about half way between 
the termini, and the machinery is to be run by water power, 
bar — being used at a point where there is a consider- 
able fall. 


Capturing a Runaway. 

The St. Louis Republican of Nov. lsays: ‘In East St. 
Louis yesterday forenoon tbe authorlties at the round-house 
of the Toledo, Cincinnati & St. Louis (narrow gauge) Rail- 
road had quite a time in captnring a runaway locomotive. 
The engine in question was standing on the main track, 
headed east, in front of the roundhouse. The lever was 
down, so that if the throttle was pulled the engine would 





move forward. It appears that the throttle leaked some, 
and all at once the engine commenced to go, as the leakage 
had forced the throttle out. The engineer was not far dis- 
tant when the locomotive began to move, and be ran as 
swiftly as he could to catch the engine, but it was constantly 
increasing its speed and in a short time was going so fast 
that the engineer could not catch it. The engineer was in 
aterrible dilemma, as in a balf hour a- passenger train 
would be due, and there was that locomotive running wild, 
with no one on it, to meet the approaching train, and if the 
engine could not be overtaken and stopped a collision would 
be inevitable and doubtless a great loss of life and property 
would be the result. The engineer acted promptly, and as 
speedily as possible got another engine out of the round- 
house, and it was fortunate there was one there, and with 
his fireman they started off to overtake the runaway loco- 
motive. The engineer put the pursuing locomotive to its 
best speed, and after a run of four miles came up with the 
fugitive. Tbe engineer ran his engine up easily to the 
other, and the fireman crossed by way of the pilot of the 
rear engine to the tender of the ranaway and reaching the 
cab soon stopped the fugitive engine, and both were brought 
back to East St, Louis, arriving but a short time before the 
passenger train from the East. The engineer’s carlessness 
started the engine and bis promptness of action and coolness 
afterward prevented a collision with the incoming passenger 
train.’ 


The Old Locomotive “ Arabian,” 


The remains of the old locomotive ‘* Arabian,” which was 
destroyed at the burning of the Pittsburgh Exposition 
buildings, have been taken by the Baltimore & Ohio Co. to 
its shops at Mount Clare, Baltimore, where the engine will 
be rebuilt, using as much of the old material as possible. It 
will be preserved as a relic of the early history of the road. 
A Traveling Smoke-House, 

At the depot is a great railway car, painted green, so coy- 
ered with lettering as to look like it had had a bad attack of 
alphabetic measles. This car serves a curious purpose. It 
brings meats here from Chicago. It takes say 50 days to 
cure bacon. It is put in this ** traveling smoke-house,” after 
undergoing the curing process for say 25 days, and is then 
shipped here, curing all the time. It gets bere in good shape. 
Mr. A. A. Thompson, to whom the car is consigned, gives us 
the information.—Raleigh (N. CU.) News and Observer. 


Locking Out for the Brakeman. 


Tbe following rule is in force on the Terre Haute & In- 
dianapolis road: 

‘Great care must be exercised by all persons when 
coupling cars. Inasmuch as the coupling apparatus of 
ears or of engines cannot be uniform in style, size or 
strength, and are liable to be broken, and from various 
causes to render it dangerous to expose the hands, arms or 
persons of those engaged in coupling between them, all em- 
ployés are enjoinec, before coupling cars or engines, to ex- 
amine so as to know the kind and condition of the draw- 
head, draw-bar, link and coupling apparatus, and are 
prohibited from piacing in the trains any car with a de- 
fective coupling until they have at first reported its defec- 
tive condition to the yard masterand conductor. Sufficient 
time is allowed and may be taken by employés, in all cases, 
to make the examination required. Coupling by band is 
strictly prohibited in all cases where a stick can be used to 
guide the link or shackle; and each yard-master, switch- 
man, brakeman or other employé who may be expected to 
couple cars is required to provide himself at all times with 
a stick for that purpose.” 


Trial of an Electric Motor. 


The Daft Electric Motor was given a trial on Nov. 24, ou 
the Saratoga, Mt. McGregor & Lake George road, near 
Saratoga, N. Y. The small motor used hauled a passenger 
car well filled over a mile and a half of road very success- 
fully, but on the return trip it jumped the track ata sharp 
curve and was so badly wrecked as to put a stop to the trial 
= the present. Another test will be made as soon as possi- 

le. 


The Massachusetts Commission on the Zoar Col 
lision. 

The Massachusetts Railroad Commission bas made the 
following report in regard to the recent collision at Zoar, 
Mass., between a construction train of the Troy & Green- 
field and a freight train of the Fitchburg, which was bound 
for North Adams but was placed on the east-bound track to 
allow a passenger train to pass, as alleged, by orders of the 
Troy & Greenfield management: 

** The causes of the collision were as follows: 

**1. The flagman sent out to guard 26 did not go as far as 
the rules require, going only from 1,000 to 1,500, instead of 
1,800 ft. He also left the track at the critical time, and on 
his return neglected for a time to use his flag. This was one 
chief cause of the accident. The flag was not mounted, as 
the rules require, and was therefore less conspicuous. but 
whether this contributed to the result no one can say. 
Train 26 was improperly left on the track without engineer 
or fireman, but it is doubtful whether this, although wrong, 
made any difference in the result. 

**2. The construction train was not under control as it 
approached Zoar station. This is evident from the fact 
that it ran 300 ft. beyond the block signal. Without decid- 
ing just how fast it was running, it was plain that it ran too 
fast, because it ran too far. In excuse it is said that the 
brakemen were demoralized by seeing their danger, and 
this view is confirmed by their own statement, showing an 
almost exclusive regard to their own safety. But this 
demoralization was a default of duty on the part 
of the employés of the Troy & Greenfield, and it con- 
tributed materially to the accident. In addition to this 
evidence from results, the record proves that the run from 
the Hoosac tunnel station was made at the rate of 34 to 35 
miles per hour. This excessive speed was a main cause of 
the collision. Each party being at fault must bear its own 
loss.” 

Spikes. 

The tool car used by the Erie wrecking gang, with head- 

uarters at Susquehanna, was formerly the ‘‘ Josie Mans- 
fleld,” and was the private car of that fair but frail damsel 
when she was the friend of Jim Fisk and he was Prince of 
Erie.—Port Jervis Gazette. 

It isn’t every time that the locomotive runs over some- 
thing alive that a lawsuit follows. Down on the New Orleans 
Division of the Texas & Pacific the other day an engineer 
ran over an alligator that was trespassing on the right of 
way. No suit for damages has been filed as yet, but the 
Division Superintendent is thinking of discharging that 
engineer because the alligator was more valuable than a 
special policeman in protecting the road from tramps. 
Malicious Derailments in Mexico. 

The Mexican Financier of Nov. 3 says: ‘‘We return 
again to the matter of placing obstructions upon railway 
tracks. This isacrime that demands energetic measures 
against it. Steps for its suppression should be taken as se- 
vere as those against brigandage, which, thanks to the Rural 
Guards, has now been pretty well wiped out of Mexico. It 
should rank with the worst crimes in the calendar and be 





attended by the severest goaaitios, rigidly iuflicted. The 
summary shooting down of every person detected in plac- 
ing obstacles upon the track would bave a healthful effect. 
Their crime is not only premeditated murder, but wholesale 
slaughter of human lives. That they have not yet succeeded 
in causing a serious disaster is a testimony to the care/ful 
manner in which the railways are operated and the tracks 
guarded. But when the railways are in thorough opera- 
tion as great through line-, and beavy express trains with 
Pullman cars full of passouzers are run at speed day and 
night, a horrible calamity is liable to be brought about in 
this way. Only the s-verest measures will do in this case, 
for while the scoundrels ar: permitted to escape with light 
penalties it will be impos:ib'e to put a check upon their in- 
fernal doings.” 


A Great Bridge. 


The bridge over the Susquehanna River between Havre 
de Grace and Port Daposit, Md., on the Baltimore & Obio’s 
new Philadelphia Brauch is to rest on granite piers which 
will be founded on the bed rock by means of pneumatic cais- 
sons sunk after the manner of those at the East River and 
St. Louis bridges. There are to be five of these caissons, 
each about 40 by 80 ft. in area, and they are to be sunk to 
depths varying from 50 to 85 ft. below water surface. The 
grade line will be 90 ft. above water, there being no draw. 
When crossed by the Baltimore & Ohio the river is over a mile 
wide, and is divided into two channels by an island, Thus 
there will, in reality, be two bridges. The longest span is 
to be 520 ft. ani most of the remaining ones 400 ft. each. 


RAILROAD LAW. 


Charter Exemption from Taxation Not Trans 
ferable. 
A despatch from Washington, Nov. 19, says: ‘ Among 


the decisions handed down today by the Supreme Court 
was one case, No. 765, the Louisville & Nashville Railway 
Co., plaintiff in error, vs. Manuel Palmer, collector, ete., in 
error, to the Supreme Court of Florida. Tbe question pre- 
sented by this case is whether the line of railroad which was 
commenced, partly completed and operated by the Alabama 
& Florida Co , and which through successive transfers has 
finally come into the hands of the Louisville & Nashville 
Railway Co., is or is not exempt from taxation by virtue of an 
act passed by the Legislature of Florida in 1855, and known 
as the Internal Improvement act. This Court holds that the 
exemption from taxation created by the 18th section of the 
Internal Improvement act of 1855 is in every respect similar 
to that which was deciared by this court in the case of Mor- 
gan vs. Louisiana, 93 United States, 217, to be non-assign- 
able. Such exemption, therefore, did not pass from the 
Alabama & Florida Railroad Co. to the Pensacola & Louis- 
ville Railway Co., when the former conveyed to the latter 
its road and franchises connected with and necessary in its 
construction and operation. Even, however, if such ex- 
emption had passed to the Pensacola & Louisville Railway 
Co., that corporation would have had no powerto further con- 
vey it, so that the line of railway in its present bands is proy - 
erty liable to state taxation. and its present owners cannct 
claim immunity on the ground that the act of 1875, taxing 
property of all corporations, was an impairment of the 
obligations of the contract of 1855. The decree of the 
Supreme Court of Florida is affirmed with costs. Opinion 
by Justice Matthews. Five other railroad corporations in 
Florida claim immunity from taxation on nractically the 
same ground which was assumed in this case.” 


Employes’ Waiver of Claim for Damages. 

A dispatch from Atlanta, Ga., Nov. 20, says: “The 
Western & Atlantic Railroad under its present manage- 
ment, the President of which is Senator Joseph E. Brown, 
requires all employés upon entering the service of the com- 
pany to sign a contract waiving all claims for damages in 
case of death or injury while ia the employ of the company. 
This waiver is styled the ‘death warrant.’ Touching this 
matter the Supreme Court to-day, in the case of Cook vs. 
the Western & Atlantic Railroad, delivered an important 
opinion. The case involved the legality of the ‘death-war- 
rant’ clause. In 1872 and in 1873 decisions were rendered 
sustaining this ‘ death-warrant’ clause, but the act of 1876 
made it a penal offense for any railroad employé to be 
guilty of negligence. Under this act and following the 
policy of the law, the Court this morning tendered a de- 
cision in favor of Cook that will have the effect of complete- 
ly wiping out the waiver in railroad contracts known as the 
‘death warrant.’ ” 


Liability of Company for Fault of an Employe. 


In the United States Circuit Court on Saturday judgment 
was entered in favor of Thomas H. Rae and against the 
Grand Trunk Railway Co. for $4,934, and as it is important 
in that it shows tbe responsibility of railroad companies, a 
brief history of the case is appended. 

The plaintiff was in the employ of the Grand Trunk in the 
capacity of switchman in October, 1881. One night he was 
coupling cars and was crushed in both shoulders by the cars 
coming too close together, owing to a defect in the drawbar 
of one car. The defect was not discovered by the company 
at the time the car was inspected. As is generally known, 
all roads centering at the larger places have inspectors to 
determine whether or not the road will receive a car which 
is offered for transportation by another road. 

These inspectors are servants of the receiving road, and, 
of course, the switchman who couples the cars is also a ser- 
vant of the receiving road, and the legal question often in- 
volved is whether they are technically ‘‘ fellow servants,” 
because if they are, the servant who is hurt cannot recover 
damages, on account of the strict rules of the common law, 
from the master. They have been decided to be “ fellow 
servants” by the Supreme Court of Michigan, and thus an 
injured switchman is effectually barred from bringing suit 
in the Michigan state courts. 

But the United States Courts have laid down quite another 
rule. In substance it is that any servant who is doing any 
duty properly belonging to a master, such as inspecting, is 
not a ‘‘ fellow servant,” but stands in the stead of the mas- 
ter. Consequently, if he cars either by the master’s di- 
rection or by his own judgment, which are defective, and 
he could have found out the defect, then the master is 
liable. 

The Rae case has been tried three times, and each time 
Judge Brown has been of the opinion that the plaintiff 
ought to recover by the rules of the United States Court 
above mentioned. The case came up on a motion for a new 
trial before a full bench on Wednesday, and after an elab- 
orate argument on both sides, both Circuit Judge Baxter 
and District Judge Brown gave an opinion in full that the 
above decision was correct. 

It will be seen that this places the Michigan state court 
directly opposed on this question to the United States 
Court. The railroad lawyers of this state have fought for 
many years to obtain the Michigan idea, and have su ed 
in the Michigan courts. Some of the states have even 
passed legislative acts to the effect that the master is liable. 
—Detroit Free Press, Nov. 25. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful tohave any act of the kind reported to 
this office. 

Addresses.—Business letters should be addressed and 
drafts made payable to THE RAILROAD GAZETTE. Com- 
munications for the attention of the Editors should be 
addressed Ep1tuR RAILROAD GAZETTE. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS. Wegive in our editorial columns OUR OWN opin- 
ions, and those « ily, and in our news columns present only 
such matter as ue consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 








FUEL ECONOMY. 


The cost of fuel may be roughly estimated at about 
10 per cent. of the whole operating expenses of the 
railroads. The annual expenditure included under 
this head is thus a very large sum on many railroads, 
and therefore it isa matter of surprise that this ex- 
penditure is so often, or it may be saidis so generally, 
controlled in such unbusinesslike and unscientific 
ways on most of our railroads. Very few merchants 
—and no good ones—would conduct their business 
without keeping a careful cash account and knowing 
exactly where every dollar goes to, so that, at any 
time, their accounts can be examined and it can be 
known whether they have, or are receiving, full value 
for their disbursements. The same thing is true of mer- 
chandise. If a dealerin any kind of commodities must 
depend on the integrity, care, faithfulness or good 
judgment of his employers to receive, use or deliver 
merchandise, he will keep a careful stock account if he 
isa good business man, so that he can know exactly at 
any time how much of anything has been received, its 
quality, what disposition or use has been made of it, 
how much is on hand, etc., etc. In the management 
of railroad business most of the higher officers seem 
to think that if once it is shown that money is ex- 
pended for fuel, that is final, and that the cost of fuel 
js a fixedand unalterable expense, from which there 
is no escape, and which is incapable of diminution. 
Their theory seems to be that the traffic, the earnings 
and the consumption of fuel are always in proportion to 
each other, and therefore that it is not of much impor- 
tance to know how much fuel is consumed, because the 
earnings of the road will always be increased with the 
fuel bills. This theory and practice are a little like that 
of some of the Southern farmers in the old days of 
slavery. The negroes raised corn which was fed to 
to the hogs and the negroes then ate the hogs. So long 
as this went on there was not, apparently, any misuse 
of either negroes, corn or hogs; but somehow the 
farmers did not seem to make money by the process. 
The same kind of economic circle exists on many rail- 
roads: the company’s money is expended for fuel, the 
fuel is consumed in locomotives, and the locomotives 
earn money. As suggested above, many railroad of- 
ficers seem to hold to the theory that so long as this 
goes on there is no misuse of either money or fuel. 
The fact is, though, that if our good-natured Southern 
planter could have saved part of his corn, some of his 
hogs, or applied the labor of his ‘‘ colored help ” to pro- 
ducing something else besides corn, he would have 
grown proportionately rich. The application of the 
same theory to railroads is obvious. The deduction 
therefrom seems to be so clear that the wonder is why 





railroad companies do not all adopt methods for saving 
fuel similar to those employed by good business men 
in the conduct of mercantile affairs for keeping ac- 
count of their cash and stock. 

The fact is, though, that to keep correct accounts of 
the fuel received, how and by whom it is consumed 
and the work done by it is a more complicated matter 
than at first appears. The value of such accounts is 
dependent, too, upon their completeness and correct- 
ness, and therefore a very thorough organization and 
intelligent supervision of the whole system is required. 
With the present organization of government which 
prevails on railroads it is extremely difficult to have 
such a system as is required for the purpose estab- 
lished and maintained. 

The first difficulty in the way of doing this is that 
many of the railroad directors and the members of ex- 
ecutive committees, etc., are men with a mercantile 
training alone. To them one locomotive is very much 
like another ; the do not, can not, and will not under- 
stand that, although, like most men, they are very 
much alike, yet their differences are of the utmost im- 
portance. Thata very slight change in proportions, 
an error in setting the valves, size of the grates or ad- 
justment of the exhaust pipes may make a difference 
of many tons in the amount of fuel consumedina 
year, these men cannot be made to realize, and are 
apt to treat such statements as a kind of superfine en- 
thusiasm of unpractical men. 

Now, suppose that, in order to organize an effective 
system of fuel accounting, the General Superintendent 
or Master Mechanic should propose to a board of such 
people the expenditure required to erect structures 
for handling, weighing or measuring fuel, and the 
employment of the requisite clerical force for the 
purpose, in what spirit would his proposition be likely 
to be regarded? In common parlance, he would run the 
risk of being ** sat upon” unless his board of directors 
was composed of unusually intelligent men; and it is 
because so many managers and locomotive superin- 
tendents have heen subjected to this kind of compres- 
sive strain that they are so little sanguine and appa- 
rently so unprogressive. 

Nevertheless there can he little doubt of the fact 
that on almost any railroad where no accurate fuel 
accounts are kept, a very important economy can be 
effected by keeping such accounts, after charging up 
all the cost incurred thereby. In these remarks it is 
not intended to ignore the fact that a railroad com- 
pany may sometimes find itself in a position in which 
it is impossible to avail itself of means of economizing 
If a company has not the money, and can’t get it, it 
does not help matters much to say that if it should erect 
structures for handling and weighing fuel, at a cost of 
$50,000 or $100,000, and then expend a number of othe 
thousands annually for keeping the accounts, they 
could save a large amount of money. There are, 
however, many railroad companies which are pros- 
perous and can easily command the capital required 
for the equipment needed to keep account of fuel con- 
sumption, which nevertheless go on year after year 
without knowing whether they are burning much 
ccal or little, in proportion to the work done. 

Nothing will be said in this article with reference to 
the improvement of locomotives, or the mechanical! 
questions involved in their construction. It will be 
devoted entirely to the accounting, and what may be 
called the disbursements of fuel. 

In keeping a fuel account, the same means must be 
employed to ascertain whether it is correct that are 
required in keeping otheraccounts—that is, it must be 
balanced. It must be known, first, how much fuel is 
received, then how much has been disbursed, which 
latter, with that on hand, should always balance 
the receipts. Although the truth of these observa- 
tions very plain, nevertheless a great many 
attempts at fucl accounting have failed to accomplish 
their purpose, simply because it has not been the 
practice to balance the accounts frequently. Un- 
less a very complete organization and equipment 
for this purpose have been adopted it is not 
easy to do it. In the first place, if an account is 
balanced it isabsolutely essential to have correct re- 
ports of what is received. When coal is delivered to a 
company at many different points along its line, at 
irregular times, there must be a very complete organi- 
zation to insure that there will always be some one on 
hand to receive, weigh and account for it, and con- 
siderable outlay is often required in supplying scales at 
all the required points for weighing the fuel received. 
Then, too, it is essential that what may be called sup- 
plemental stations be established at different points on 
the line of a road, so that, in case of emergency, loco- 
motives may take on an extra supply of fuel. 
Such extra supplies are liable to be required at 


is 





all hours of the day and night, and to ensure that there 
shall always be an agent present at all such and other 
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stations in the line of a great railroad, to attend to the 
receipts and delivery of fuel, makesa very thorough 
organization and the most careful supervision of it 
essential. Of course, wherever coal is received and 
delivered, there must be some means of ascertaining 
the amount taken in and the quantity given out, and 
if accounts are balanced there must be some way by 
which the agent can tell periodically how much there 
ison hand. This meansthat there must be some sort 
of structure for storing it, and some appliances for 
determining how much is received, disbursed, and on 
hand. All this means expense in the original outlay 
for structures and appliances, and for their mainte- 
nance, and for agents to attend them. 

But even after the receipts and disbursements of fuel 
are all carefully and correctly accounted for, and the 
accounts verified by periodical balances, it must then 
be known how much work has been done by the fuel 
which has been disbursed and consumed. Now itis 
very difficult to get any correct measure of the work 
lone by a given amount of fuel ona railroad. The 
weight of train, its speed, the alignment of road, the 
weather, condition of engine and of the track, and the 
juality of fuel all have their influence on the amount 
of fuel consumed, so that unless the matter is follow- 
ed out andanalyzed very carefully and Intelligently, 
wrong conclusions are apt to be drawn, or rather the 
conclusions which ought to be deduced will not be re- 
cognized. The old measure of the fuel 
consumption of locomotives was per mile 
run, which was obviously erroneous, because it takes 
more coal to pull many cars than it does to pull a few. 
The next step was to estimate the work done by the 
number of cars hauled, counting two empty cars equal 
to one loaded one. The error of this method of esti- 
mating is shown by the fact that it would not indicate 
shat any work was done if an engine and tender alone 
were run over a road, whereas, asa matter of fact, it 
takes about one-third as much fueltorun the engine 
ind tender alone as it does to take them and a moder- 
ate train over a line. Obviously then a more correct 
way would be to count that hauling the engine and 
tender per mile represents a given amount of work 
done by fuel, and that each car per mile represents so 


much more work done. Of course the fuel 
consumed per engine and tender per mile and 
per car per mile will vary with the speed, 


grade, curves, track, etc., and must be determined 
for each line of road. In running a train through it is 
impossible to tell how much of the fuel is consumed in 
running theengine and tender alone, and how much 
in hauling the cars, but the average amount of fuel 
burned in running the engines and tenders alone is 
easily ascertainable for each class by running them 
over the road on schedule time, without a train, and 
xeeping a correct account of the fuel consumed. De 
lucting this ascertained amount from that burned in 
hauling a train of cars would leave the amount of con- 
sumption due to the hauling of the cars. It will thus 
be seen that to have an approximately correct meas- 
ure of the work done we must know the number of 
cars hauled per train, which indicates the necessity of 
keeping some kind of account of car mileage. 

Supposing then that we have an organization and 
equipment competent to keep a correct account of fuel 
burned by each locomotive, and that we also have 
some system of car mileage which will enable us to 
know how many cars are hauled in each train, some 
railroad men may be disposed to ask what it all 
amounts to. 

Before answering this question it should be observed 
that the consumption of fuel is, in a great measure, 
dependent on the care and skill of the locomotive 
runner and fireman, and on the design, proportions 
and construction of the locomotive. If such an account 
as has been outlined is kept, it would soon indicate 
whether any engines burn an undue amount of fuel or 
not. If they do, it then becomes a _ question 
whether it is due to faults in the men or in the 
engine. By exchanging the men who run the 
engines with a high consumption of fuel with those 
on engines which burn little, it will soon become ob- 
vious whether the fault is with the men or the locomo- 
tives. The first step is thus taken toward improve- 
ment. The faults of engines will not be discussed 
here, but the way to improve men who run locomo- 
tives, as well as those in other occupations, is to make 
it certain that it will be to their advantage to do their 
best. The old method of doing, or rather trying to 
do, this was to offer a monthly premium to the loco- 
motive runner and fireman who ran their engine with 
the least fuel. To show the inadequacy of this method 
to accomplish its object let us suppose that a monthly 
fvot-race were established on some road to be com- 
peted for by the locomotive runners and 
firemen, and a premium. was offered to the 
man who came in first. The result would plainly be 
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OVER THE MISSOURI RIVER, ON THE LINE OF THE NORTHERN PACIFIC RAILROAD. 


GEORGE S. Morison, Engineer and Superintendent, 
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GrorGeE 8S. Morison, Engineer and Superintendent. 
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that a few of the swiftest men would take all the pre- 
miums, and the consequence would follow that in a few 
months none of the rest would exert themselves in 
running the race. An exactly similar thing occurs 
when the premium system prevails in the working of 
locomotives. A few of the best men get all the pre- 
mium-, and the rest cease to strive for them. To meet 
this difficulty, on the Pennsylvania and some other 
railroads, the system has been adopted of rating the 
fuel to be consumed per car per mile, for the various 
classes of trains and divisions of the road, and then 
paying the men for half of all that is saved below this 
rating. This obviously makes it to the advantage of 
all the men, whether they have much skill or little, to 
do their best. 

But there is not room to discuss the subject further, 
excepting to say that the fuel accounting department 
ought to be independent of the machinery depart- 
ment. <A locomotive superintendent is interested in 
making the best showing for the engines under his 
care, whereas the person in charge of the fuel ac- 
counts ought to be interested only in having the work 
done at the least cost. It is thought absolutely essen- 
tial to its efficiency that any system of fuel account- 
ing should be thorough and complete. It is no un- 
usual thing to hear that at some stations fuel is 
weighed and accounted for, and at others it is not, 
that the accounts at various stations are never bal- 
anced, and that at some places no one is made re- 
sponsible for the correctness of reports. Such a 
system, or want of it, is a waste of money. It is 
absolutely essential, if fuel accounting should accom- 
plish its purpose, first, that the system should be 
thorough and accurate; second, that it should be 
presided over by a person of asufficient amount of in- 
telligence and knowledge of the operation of locomo- 
tives to be able to comprehend what such a system of 
accounting should and can accomplish, and third, in 
order that such a person may be able to do what ought 
to be done, he should be limited in authority only by 
the orders of the general manager. 


THE ERIE’S LAST FISCAL YEAR. 


At the annual meeting of the New York, Lake Erie 
& Western Railroad Company last Tuesday a statement 
of earnings and expenses was made for its fiscal year 
ending with September last. This statement includes 
in the gross earnings 68 per cent. of the gross earnings 
of the leased New York, Pennsylvania & Ohio Railroad 
for the five months since April, and in the form made 
this and the working expenses cannot properly be com- 
pared with the gross earnings of last year. The state- 
ment, however, informs us that the working expenses 
were 64.78 per cent. of the sum of the total gross earn- 
ings of the Ohio road for the five months and the Erie 
for the year. Now the reported expenses are 64.78 per 
cent. of $23,843,368, which is $1,041,121 more than what 
the company reports as its gross earnings. This sum 
must represent the 32 per cent. rental of the Ohio road, 
and consequently that road’s gross earnings for the five 
months must have been $3,255,503, and the gross earn- 
ings of the Erie system east of Salamanca—the system 
worked in previous years, with comparatively small 
changes—were $19,548,744 last year, which is $427,030 
(24 per cent.) Jess than the previous year, though down 
to the time of the lease (May 1) it had made a gain of 
$469,498, so that on the Erie proper we have a decrease 
in gross earnings of $896,523 since the lease took 
effect. 

The gross earnings of this old Erie system in each 
fiscal year since the ea pe have been: 








Year. tos Year. Earnings. 
1877-78... .. gies 644, 78 1880-81... ......... $20.715,605 
eR . 15,944,023 1881-82....... sees. 19.975,774 
vay 18,693,108 | 1882-83.. m 19,548,744 


The New York, Pennsylvania & Ohio now being an 
essential part of the Erie system, which we should 
expect tou be more affected by the recent opening of 
the Chicago & Atlantic than the Erie itself, it will be 
interesting to trace the course of its earnings, espe- 
cially for the five months that the Erie has worked it. 
We have found them to be $38,253,508 for the five 
months this year. Its gross earnings for these five 
months for the last six years have been : 


Year. Earnings. | Year. Earnings: 
TT ae $1,621,544; 1881. ... ... ..°.... $2,272,282 
NOIR, csc ccacceccas LEMNOS wcetacucacees 2,479.79 ' 
BOD Sai se cscttedecnen 2,123,929 | 1883..............00 3,253,503 


It seems that there has been an uninterrupted increase 
in these earnings from year to year, but this year it 
was no less than $773,717, which is 31 per cent. For 
the first three months of the lease the gross earnings 
of this road were reported to be $1,775,136 this year, 
against $1,395,754 last year, an increase of $379,382, or 
27 per cent., whence we must conclude that in August 
and September it had an increase of $394,331, from 
$1,054,036 to $1,478,367, or 86 per cent., a truly enormous 
gain, made just at the time when the Chicago & 


Atlantic was carrying most, and there was a general 
complaint of a great diversion of traffic by the Erie’s 
freight lines. 

The working expenses are not given separately for 


|the New York, Pennsylvania & Ohio, but by adding a 
the latter’s expenses for the five months in previous 


years we can make a comparison which will include 
nearly the same things for all yeats—that is, gross and 
net earnings and working expenses of the Erie for the 
tweive months, and of the New York, Petinsylvania & 
Ohio for the five months ending with September, as 
follows : 





Gross earnings. . Net earnings. 

$17,266,322 $11,895,883 $5,370,439 

.. 17,769,364 12,647,766 5,121,598 

. 20,817,037 13,141,149 7,875,388 

. 22,987,887 14,876,516 8,171,371 

22,455.54 4,130,218 7.825,356 

WO i Ne asnseen 23,843,368 15,444,583 8,398,785 


The figures for gross earnings for the last year are 
larger than those the Erie reports by 32 per cent. of 
the leased Ohio road earnings for five months; the 
working expenses are the same; the net earnings are 
$1,032,121 more, which represents the rental of the 
Ohio road together with the profit or loss on the lease 
for the five months, The rental having been $1,041,121, 
we find that there was a trifling loss on the lease. 

The comparison would be exact if the same expendi- 
tures of the Ohio road were included in working ex- 
penses under the lease as before it. This is not the 
case, however. Considerable amounts are charged as 
working expenses by the terms of the lease that were 
not so charged by the lessor company previously, but 
were charged against net earnings separately—includ- 
ing this company’s large payments for use of rolling 
stock; otherwise 68 per cent. would be a very 
inadequate allowance for working expenses. If its 
expenses had been charged in the same way this year 
as heretofore, the portion of the net earnings due to 
it would doubtless have been larger. But as 
the gross earnings of the leased line were but 13.7 
per cent. of the gross earnings of the two, it is not 
probable that the difference on this account is very 
large in amount—not nearly as much as if the road 
had been worked under the lease for the whole year 
instead of five months. 

The Erie has a large amount of earnings from 
various enterprises—ferries, a horse railroad in Jersey 
City, docks, stockyards, the Buffalo elevator, a bag- 
gage express, etc.—which it does not include in its 
transportation earnings, given above, but reports at 
the end of the year only, The net earnings (less 
rental of the New York, Pennsylvania & Ohio 
lease this year), these other earnings, the interest 
and rentals, and the surplus of income over the 
latter (which is the stockholders’ income) have been 
as follows since the reorganization : 


Net Other Interest, 
Year. earnings. income. rent ls, etc. Surplus 
1877-78 oe Lid $709,812 95,003 494 = 5.432 
ope a 4.767.324 413,312 888,665 1,29 ori 
|, Oe 7,049,183 = 73.957 8. 042:519 1.790.621 
1880-81...... . 7.459.375 844,306 6,416,263 1.887,415 
SU eee - 6,887,680 730.655 — 6,501:693 1, 166, 642 
1882-83... ..... . 7,357, ‘604 876,799 6,968,978 1,265,485 


The miscellaneous income is larger this year than 
ever before, but not enough so to make the total income 
available for interest, rentals and dividends quite as 
large as in 1880-81, when it was $8,303,681, against 
$8,234,463 this year. This year, however, it was 
$566,128 (7.4 per cent.) more than last year ; but as the 
interest on bonds and other prior charges increased 
$467,285, there is an increase of only $98,843 in the 
stockholders’ profits, which were less than in 1879, 
1880 or 1881, and 33 per cent. less than in 1881. As 
down to the end of July there had been a decrease from 
last year’s net earnings, and the increase in prior 
charges was inevitable, the small increase in surplus 
is more than could have been expected then. 

The dividend on the company’s preferred stock wili 
absorb $509,900 of the profits of the year, leaving a bal- 
ance of $755,585, which is about 0.9 per ceut. on the 
common stock. Possibly some portion of this may 
have been required to meet the November coupons of 
the Chicago & Atlantic first-mortgage bonds, 


which the Erie guarantees to the extent of its 
gross earnings from tratfic interchanged with 
that road, which was not in full operation 


during the whole of the half year, though it was most 
of it. Whether the Erie incurred any liability for the 
May coupon, which was due when the road had not as 
yet had much opportunity to make any net earnings, 
we do not know. Any payments on this account by 
the Erie will form an asset—an account payable by the 
Chicago & Atlantic when the latter has funds avail- 
able for that purpose. 

This statement for the year in connection with that 
made recently for the eleven months ending with 
August enables us to ascertain the gross and net earn- 
ings of the Erie system for September and compare 





them with other months since the lease, as follows, 


= |any other month. 


68 per cent. of the New York, Pennsylvania & Ohio 
gross earnings being included in all cases: 


Receipts. Expenses. Net. _ 

RG RCS $2,055.988 $1,424,433 $621,055 
* RAS Ee 2,057,547 1,441, 615,722 
pened Snedd aped 2,111,456 1.494.683 616,773 
Ce Pare 2,580,056 1,480.89) 1,100,065 
September ........ 2,613,135 1,575,723 1,037,413 


We find thus that the very large earnings in August, 
when there was so much complaint of an undue and 
unfait diversion of traffic by the Erie lines, continued 
in Septeiiber; that the expenses, which in August 
Were not as large a8 was to be expected from the 
increase in traffic, were still more largely increased 
(being 604 per cent. of the earnings in September, but 
only 57} in August); and that the net earnings, though 
less than in August, were very much greater than in 
Indeed, the $2,187,478 of net earn- 
ings made in these two months are equal to four 
months’ average net earnings in the other ten months 
of the year. 

If the net earnings of these last two months of the 
fiscal year, being 45 per cent. greater than the net 
earnings in the corresponding months of last year 
(when they were larger than ever before in these 
months), could be taken as a sample of what the Erie 
is likely to do hereafter, its future would be brilliant 
indeed. We would expect the net earnings of thecur- 
rent fiscal year to be something like $2,600.000 greater 
than last year, leaving over $3,850,000 for the common 
stock, enough for a dividend of $4.35 per share. Great 
‘* booms” in the stock market have been made on a 
much less basis than this; but it will hardly be safe 
to count on the Erie’s continuing to have 45 per cent. 
more net earnings than last year. Indeed, we shall 
expect to find that already the gain is much more 
moderate than that. 

It remains true, however, that the position of the 
company has been materially strengthened by its con- 
trol of lines through to Chicago and Cincinnati, 
which will tend to prevent its losing traffic by the 
opening of new trunk lines, if it does not greatly 
increase its traffic. Without this control the com- 
pletion of two new lines between New York 
and Buffalo might have very materially reduced 
its business. The other roads west of Buffalo being 
already controlled in the interest of the New York 
Central, the Grand Trunk and the Pennsylvania, the 
two new roads naturally would have sought connec- 
tions chiefly over such lines as were independent, 
namely, those which formed the Erie’s chief western 
connections ; and the traffic which these new roads 
secured might so have been diverted chiefly from the 
Erie, instead of coming from all the trunk lines, as it 
will have to now. 








Earnings and Expenses of Three Trunk Lines. 





The publication of the annual statements of the Erie 
and the Baltimore & Ohio this week, together with the 
monthly statements of earnings and expenses made 
heretofore by the Pennsylvania, enables us now to pre- 
sent the gross and net earnings and working expenses 
of these three great trunk lines for the year ending 
with September last, and to compare them with those 
of last year, as follows: 

















*Erie; 1882-83 1881-82, Increase. P.c 
Gross earnings. . .$23,843,368 22,.455.564 $1,387.804 6.2 
Expenses ......... 15.444,553 14.620,218 8145565 5.6 

Net earnings.... $8,398,785 7 825,346 $573,439 3 

Pennsylvania; 

Gross earnings... .$51,085,029 $47,132,793 $3.952.236 84 
Lxpenses ......... 32,080,493 29,509,660 2.570.833 8.7 
Net earnings. ..$19,004.536 $17,623,133 $1,381,403 7. 

Baltimore & Ohio: 

Grossearnings $19,759,837 $18,383,876 $1,355,961 7.4 
Expenses ...... .. 11,034,014 10,929,214 104,800 1.0 
Net earnings ... $8,705,823 $7,454,662 $1,251,161 16.8 





* Including New York, Pennsylvania & Ohio for five months in 
both years. 


All the roads have an increase in gross and net earn- 
ings and in working expenses. In gross earnings the 
Pennsylvania’s percentage of increase is largest and 
the Erie’s smallest. In every case it is considerable. 
In 1881-82 only the Pennsylvania had an increase over 
the previous year, the others a small decrease. 

In working expenses the Pennsylvania had the lar- 
gest increase last year, but the Erie’s was considera- 
ble, while the Baltimore & Ohio’s increase was but 
trifling ; so that in net earnings its percentage of in- 
crease was very great—more than a sixth, while the 
Erie gained 7} and the Pennsylvania 7} per cent. in 
net earnings. 

In 1881-32 the Erie and the Baltimore & Ohio had a 
decrease in expenses, the latter a considerable one 
while the Pennsylvania had a very large ore 12} per 
cent.). In the same year the Erie had a large decrease 
in net earnings (7 per cent.), while the Pennsylvania 
had a trifling and the Baltimore & Ohio a considerable 





- increase. 
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The aggregate earnings and expenses of these three 
oads for three successive years have been : 


1880-81. 1881-82. 1882-83. 
Gross earnings... $83, 084,180 7.972.233 $94,667,234 
po ee ee 50,92! 6. 870 55,069,092 58,559,090 
Net earnings ....... $32,1 137,301 $32,903,141 $35,108,144 
a 


This year the items compareas follows with each 
of the two others : 


—Gross earnings.— eo gaa Y — -—Net earning? 
Over. Increase. P.c. Inerease. yt Increase. P. c. 
1881-82...$6,496,001 7.6 $3,489,998 $3.349,003 1u.2 
1880-81...11,371,670 13.7 7,632,211 iS } 3,739,468 11. 5 


The gain is over a year, most of which was bad for 
through freight traffic on the trunk lines. 








The Economic Value of Safety Appliances. 


A novel investigation has been made in England by 
Mr. Frederick T. Haggard, who compares the pas- 
senger- train service and the amounts paid as compen- 
sation for injuries to passengers on fourteen of the 
principal English railroads for the three years ending 
with 1870, when comparatively little progress had 
been made by them in adopting the block system, in- 
terlocking, continuous brakes, etc., and for the three 
vears ending with 1882, when these safety appliances 
were in very general use. The result is as follows: 


1880-82. 1868-70. Inc. or Dec. P. c. 

Pass. train miles.. 318,145,751 196,413.028 -+-121.732,723 61.0 

Compensaticn.. £655,002 £862,481 — £207 479 24.0 
do. per 100, 0c0 

miles.. £205 £439 — £234 53.3 


That these ‘companies should have been able to in- 
crease their passenger train service three-fifths, and at 
the same time reduce their payments on account of 
injury to passengers nearly one-fourth, certainly is a 
very strong evidence that they have, in some way, 
made travel more safe. The significant figures are 
those showing the compensation paid per 100,000 pas- 
senger train miles. We have no means of knowing 
just what the passenger traffic on English roads is, as 
they report no statement of passenger mileage. The 
nearest approach to it is the passenger train mileage, 
and as there is nothing to indicate any great change 

n the average number of passengers per train, the 
growth of passenger traffic is doubtless nearly the same 
as that in passenger-train mileage. Then a decrease of 
from £439 to £205 in the compensation payments per 
100,000 passenger-train miles indicates that in propor 
tion to the amount of travel injuries to passengers are 
not half as numerous now as they were twelve year 
ago. 

The number and fatality of accidents may vary 
greatly from year to year, and the payments for com- 
pensation with them; and by selecting an unfavorable 
early year and comparing it with a favorable late one, 
the change might be made to appear greater than it 
really is. But Mr. Haggard has nct taken a single year, 
but a group of three years, to represent each period, 
and every year of the early period the compensation 
per 100,000 passenger-train miles was more than twice 
as great as in any year of the late period, as fol- 
lows: 

————Compensation De ~~ 000 passenger-train miles.- 
1868, 869. 1880. 1881. 
£449 £447 be Mt £208 £208 

Of course this does not prove that the greater safety 
has been due to the introduction of the safety appli- 
ances named, and the investigation would have been 
more satisfactory had the proportion of rolling stock 
equipped with continuous brakes, of points interlocked, 
of line worked by block signals, etc., on the fourteen 
railroads been given for each period. Great progress 
had been made with some of these in the earlier period. 
The one which is entirely new is the continuous brake, 
which it is reasonable to suppose may have had more 
effect in diminishing the amount of compensation 
paid than in lessening the number of accidents. For 
powerful and quick-acting brakes not only prevent 
many accidents, but they greatly moderate the effect 
of many others which they do not prevent. The col- 
lision which otherwise would have shattered nearly 
every car in two trains, by the brakes is so much less 
severe that but one or two cars may be damaged, and 
the list of killed and wounded is proportionally les- 
sened, 

Still it will not be safe to assume that the whole 
change has been due to the safety appliances named. 
In other matters, administrative as well as technical, 
there bas been progress in the art of railroading, it is 
to be hoped ; there certainly has been here progress in 
the matters that make for cheapness, and, it is to be 
hoped, in those that make for safety, though our long 
and lengthening list of casualties shows that there is 
plenty of room for further improvement. We can 
only excuse ourselves by saying that we have added 
one third to our mileage in about three years, and have 
to counterbalance the improvements (none too numer- 
ous) of our old roads, a huge system of new ones on 
which, with the exception of brakes, safety appliances 
are those of an early stage of railroading ; and such 
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things as the block system and interlocking will not 
be thought of for many years. 

The statistics cited by Mr. Haggard show asaving to 
the railroads in the matter of compensation amounting 


to £234 per 100,000 passenger train miles in the late 


period as compared with the early one, amounting to 
about £259,000, or about $1,250,000 per year. We have 
besides, doubtless, a reduction of the damage done the 
road, rolling stock and freight by accidents,and the losses 
by interruption of traffic. It is thus shown that the 
English railroads have saved a considerable sum by 
means of the safety appliances which they have intro. 
duced at an immense expense. No comparison be- 
tween the expenditure and the saving is instituted, and 
probably none could be made, because the expen- 


diture be 


cannot ascertained. In one _ sense, 
probably, it could be said that the interest 
on the expenditure and the gross expense for 


maintenanc ear eincomparably larger than the savings 
indicated above. The block system is very costly to 
serve, requiring a considerable force of men on duty 
day and night. But, doubtless, on a large proportion 
of the lines where the block system has been adopted, 
it would be simply impossible to conduct the present 
traffic without it, and to ascertain the actual ‘ saving” 
due to it we should have to consider, not only the cost 
of accidents prevented by it, but the cost of additional 
tracks that would be required by the present traffic 
without it. 

Nevertheless, it is questionable whether the prospect 
of a direct saving will ever cause the adoption of the 
costlier safety appliances except on the most crowded 
roads, unless by law accidents are made even more 
costly to the railroad companies than they now are- 
A half-million Revere accident or a million Ashta. 
bula affair is costly enough, it is true. to set self- 
interest at work vigorously ; but it is probably true 
that it is now cheaper for the railroads of this country 
to kill people by certain kinds of accidents than to 
provide the means that would prevent them. 


Pennsylvania Railroad Earnings in October. 

The gross earnings of the lines of the Pennsylvania Rail 
rvuad Company east of Pittsburgh and Erie were larger last 
October than in any other month in the history of the com- 
pany, and the net earnings have been exceeded but once, in 
September of the Centennial year, and then only by $4,526. 
The earnings and expenses for the month this year and last 
compare as follows : 


é 1883. _ 1882. Increase. P. c. 

Gross earnings ..84,875,.345 $4,660,053 $215.292 4.6 
EXPeONseS.... .....00.0.. 2,009,157 2,622,341 36,856 1.4 
Net earnings.... $2,216,148 $2,037,712 $178,436 8.8 


The increase in gross earnings is not very large, but is an 
increase over what were last year nearly the largest earnings 
the road had ever had, and made when several industries 
were in a much less favorable condition than last year. Then 
the increase in working expenses having been trifling, we 
have an increase of not less than 8°{ per cent. over last 
year’s very large net earnings. Inthe last three months, 
which was a time of exceptionally good earnings last year, 
this road has gained more than $200,000 each month in 
gross earnings, and $158,712 in net earnings. 

For eleven successive years the gross and net earnings and 
working expenses in October have been: 


Gross 
earnings 
311 
- 


Net 
earnings. 
$1,625,028 


Year 

Er te Fs 
SERA eee 
SSS eee 
. eF 

1877 
1878 
.. 


1,44 2,039 





The gain of 414 per cent. in gross earnings this year is, to 
be sure, small in comparison with the gain of 27 per cent. 
last year, butit makes a gain of nearly one third in two 
years, and of 58 per cent. siuce 1878. The working expen- 
ses, which had increased largely every year since 1878, and 
in 1882 were 58 per cent. more thanin 1878 and even 13 
per cent. more than in 1881, this year increased but 11¢ 
per cent.” The increase in net earnings over 1881 (when 
they were exceptionally small, however) is no less than 63 
per cent., and it 131¢ per cent’ over 1880, when until 
last year they were largest. This large gain in net earn- 
ings is especially encouraging. 


is 


But there has been a loss on the system west of Pittsburgh | condition of 


and Erie which more than balances this increase of the | 
eastern system. The surplus over all liabilities of this sys- 
tem Jast October was $220,408 less than last year, so that 
the profits to the Pennsylvania Railroad Company from 
both systems in this month were $41,972 less than last yeur. 
The surplus of the western system in October for five years 
has been : 
1879. 


1820, 13881. 1882 1883. 
$593,182 


$419,606 $309,894 $513,200 $292,801 
Thus the profits of this system to the Pennsylvania Rail- 
road Company were less this year than in any other of the 
five. 
For the ten months ending with September the earnings 














and expenses of the lines east of Pittsburgh and Erie have 
been for two years : 


1883. 1882. Increase. P.c. 

Gross earnings. .. $42,769,257 $40,548,834 $2,220,423 5.5 
Expenses...... .. 26,473,559 24,903,620 1,569,939 6.3 
Net earnings.. $16,295,698 $15,645,214 $650,484 4.2 


Taking the year as a whole, therefore, the increase in ex- 
penses has been larger in proportion than that in earnings, 
but it still leaves a moderate increase in net earnings. 

For these ten months ending with October earnings and 
expenses have been for eight years : 


Gross Net 
Year. earnings. Expenses. earnings, 
| TES eee $30,343,263 $18,716,426 $11 626,937 
... 285,216,296 15,793,302 9,422 





10,845,560 

11,379,040 

14,114,697 
) 838 


15,189,777 
16,655,316 
20,022,630 
21,801,374 
24,903,620 e 
ee 26,473,559 16, 295 D, 608 

The gain in both gross and net earnings this year is less 
than last year. The increase in expenses of $1,570,000 
compares favorably with the increase of $3,102,000 last 
year, of $1,779,000 in 1881, and of $3,367,000 in 1880 (over 
the year next preceding in each case). The increase in ex 
penses had beea so much larger in proportion thau the in- 
crease in earnings of late years that while in 1882 the gross 
earnings were $6,411,500 (19 per cent.) more than in 1880, 
the increase in net earnings was but $1,530,500 (10% per 
cent.), 76 per cent. of the increase in earnings having been 
absorbed by the expenses. 

The surplus over all liabilities of the system west of Pitts- 
burgh and Erie for the ten months has been: 

1879. 1880. 1881. 1882 1883. 
$702,018 $2,505,837 $2,578,677 $1,580,981 $1,168 ,503 

The decrease in this surplus this year is $412,478, which 
counterbalances so much of the increase in the net earnings 
of the Eastern system, leaving the net increase in the profits 
of both systems only $238,006, The profits of the two sys- 
tems to the Pennsylvania Company—that is, the surplus over 
all liabilities of the leased western system added to the net 
earnings of the eastern system, which it works direetly, 
have been for five years: 





1882. 


$17,226,195 


1879. 1880, 1881. 1883. 
$12,081,058 $16,620,535 $17,329,515 $17,464,201 

This shows the profits to have been a little larger this 
year than in any other, but very little different from those 
in 1881 and 1882, the gains of eastern system having 
little more than balanced the losses of the western system 
The increase over 1880 even is but $843,766, which 
than 4 per cent., and alsoless than 4 per cent. on the addi- 
tions to the capital stock made meanw hile. 


is less 


Record of New | Railroad Construction. 


This number of the Railroad Gazette contains informa 
tion of the iayiug of track on new railroads as follows: 

Cape Fear & Yadkin Valley.—Extended from a point 
eight miles northwest of Gulf, N. C., northwest 8!¢ miles ; 
also from Fayetteville, N. C., southwest 2 miles. 

Cleveland, Youngstown d& Pittsburgh.—Extended south 
by east to Bergholz, O., 13 miles. 

Detroit, Bay City & Alpena.—Extended from Bristol, 
Mich., northeast to Au Sable, 14 miles. Gauge, 3 ft. 2 in. 

Duluth & Iron Range.—Track laid from Agate Bay, 
Minn., north 15 miles. 

Indianapolis & Evansville.—Extended 
Ind.. south by west to Evansville, 30 miles. 

Jacksonville, Tampa d& Key West.—Track laid from 
Jacksonville, Fla., south to Orange Park, 12 miles. 
3 ft. 

Pennsylvania,—The National Docks Branch is completed 
from Jersey City, N. J., to Communipaw, 2! miles. 

Texas Trunk,—Extended fram Kaufman, Tex., southeast 
15 miles. 

West Virginia Central & Pittsburgh.—Extended south- 
west to the Fairfax Stone, Md., 5 miles. 

This is a total of 117 miles of new railroad, making 5,717 
miles thus far this year. The total new track reported in 
our columns to the corresponding date for 12 years past has 
been as follows : 


from Oakland, 


Gauge, 


Miles. Miles. 
1883. EME FN os wc anes c dan. céusiae aver 1,964 
SE th ch peas teens are'vekp ST EO wanen the, -waa-durstlouwen’s 2,153 
RR a eee A A er 1,376 
ee eo re 1.73 
Dis tesdesissses Kcstes 3,263 | 1873 3,456 
DU ecacaachavnatrakwcsbes 8) a 6,559 


The statements include main track only, no account being 
taken of second tracks or other additional tracks or sidings. 


OvuR Ratt IMPORTS FROM ENGLAND, as indicated by the 
British Board of Trade report of exports for October, fell 
off in that month from the amounts taken in September and 
July; but they were nearly equal to the average for this 
year, wbich has been a very small one. The duty having 
been reduced July 1 may have caused the small increase in 


August and September over previous months; but the 

the manufacture — in this country 
has been such and the largest imports so very 
small a proportion of the total consumption 


| that we are not safe in drawing any conclusion as to the 


effect of thechange in duty up tothis time. Our statistics 
are for the exports from Great Britain to the United States, 
and not for the United States imports. The exports which 
paid the reduced duty began some time before July. For 
the six months endiag with June, and for the four months 
ending with October, the exports to this country 
have been for five vears, in tons of 2,240 Ibs. 


1879. 1880. i881. 188 ?. 1883. 
Six months to June 30. 7,730 1%5,578 157,824 121, 801 32 255 
20,683 


Four monts to Oct, 31. 62,708 101,848 61,832 27,215 
We began to want more rails than we could make ourselves 
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about August, 1879; the imports averaged 6,140 tons per 
month in the last half of 1879, ran up to 18,283 tons per month 
in 1880 and to 24,170in 1881, than fell to 20,300 in the 
first half and to 12,217 in the last half of 1882, while this 
year so far they have been at the rate of 5,947 tons per 
month. Briefly, we may say that the imports began 
to increase in the last half of 1879, became large 
in 1880 and continued so until the middle of 
Just year, then fell off rapidly and for the 
last twelve months have been comparatively very smal], 
the largest being 9,511 tons last August, and the smallest 
4,342 last April. For the last four months the average 
has been 6,804 tons, against 5,376 in the first six months of 
the year. 

It should be borne in mind that the imports now are an 
extremely small fraction of the total consumption of the 
country, which is probably as much as 90,000 tons per 
month for maintenance alone ; while the imports this year 
would have sufficed for only 676 miles of about 5,500 of 
new track that were laid during the ten months. 





THE NORTHWESTERN GRAIN MOVEMENT seems to have 
revived instead of falling off on the near approach of the close 
of navigation, which might be ascribed to the early announce- 
ment of the advance of rail rates, were it not universally 
known that rates are always advanced before winter, so 
that the announcement can scarcely be said to have con- 
veyed any other information than the date of the advance, 
which was late, and not early. But, whatever the cause, 
the receipts of grain at the Northwestern markets, which 
had been declining since September (as they almost always 
do, but less rapidly), increased materially in the week ending 
Nov. 17, when they were the largest for five weeks, and 
very much larger than in the corresponding weck of any 
previous year—about a fourth larger than in 1880, when 
there were great crops of both wheat and corn to be mar- 
keted, and 40 per cent. more than last year. 

For seven successive weeks of this year the receipts of all 
kinds of grain at the eight Northwestern markets have 
beer, in thousands of bushels: 

/ Week ending-——-—__ ————_ -———_— 
Oct. 6. Oct. 13. Oct. 27. Nov. 3. Nov, 10. Nov. 17. 
#,016 7,302 6.257 6.020 5,942 6,448 

‘The fact that there is an increase of 506,000 bushels (814 
per cent.) over the previous week in the last week named is 
more noticeable, perhaps, than the absolute amount of the 
receipts, though the latter is unprecedented at this season. 

The increase over previous weeks is very largely in wheat, 
which, considering the light crop, 1s coming forward rapidly 
to the Northwestern markets, though it seems slow to go fur- 
thereast. Indeed, the wheat receipts this year since har- 
vest have not been smal], but have been positively large, 
aud compare quite well-with those of the most productive 
years. Thus the total wheat crops of the United States for 
four years, and the Northwestern receipts of wheat during 
the 15 weeks from Aug. 5 to Nov. 17 in the same years 
have been : 





Oc:. 20. 
6,259 


1880. 1881. 1882. 1881. 
. 498,550,000 380,280,000 504,000,000 490,000,000 

41,647,041 19,779,129 38,497,435 36,942,522 

We see that when the crops fell of 118 millions from 1880 
to 1881 the Northwestern receipts for these fifteen weeks 
(when generally the wheat movement is heaviest) fell off 
more than half; but this year,notwithstanding a probable fall 
ing off of 104 millions from the crop of last year (this year’s 
production is not quite determined yet) we have a decrease 
of only 4 per cent. in the receipts. 

The cause doubtless is the unusually large surpius of last 
year’s crop left on hand at harvest time this year, which 
will perhaps make the available surplus not much less than 
the quantity actually marketed last year. 

The increase over the receipts of the previous week this 
year are nearly all at Chicago and Milwaukee, and Mil- 
waukee’s receipts are the largest it has had this season. The 
fact that the Toledo and St. Louis receipts are not particu- 
larly large indicates that the large arrivals of wheat are 
spring and not winter grain, which is further indicated by 
large wheat receipts at Duluth, which are all spring grain. 
The receipts there and at Milwaukee (the latter probably al) 
spring wheat also) were 728,756 bushels, Those of Chicago, 
which are both winter and spring, 665,361, leaving for the 
otber three markets, which receive winter wheat almost 
exclusively, 851,404 bushels. Last year the Northwest pro- 
duced about 250 million bushels of winter wheat and about 
115 millions of spring; but this year winter wheat is a very 
poor crop except in Kansas and Missouri; while spring 
wheat is a failure nowhere and exceptionally good in Iowa 
and Nebraska. 

The large wheat movement we should expect to have left 
comparatively little to be forwarded from the winter wheat 
states which have poor crops this year—that is, all states 
this side of the Mississippi except Wisconsin ; but there may 
still be very heavy shipments from the remainder of the 
wheat country, all of which except Kansas und Missouri 
ships by far the larger part of its grain by way of Chicago 
or Milwaukee. The Chicago roads, then, are likely to have 
an unusually large share of the wheat marketed for the 
rest of the season. 

The Northwestern shipments were also larger in this 
week ending Nov. 17 than in any corresponding week of 
previous years, and the increase over the previous week is 
16 per cent., which is extraordinary for the season, but due 
probably to the cause that the winds had brought a larger 
fleet to Chicago and Milwaukee, as the increase is wholly in 
lake shipments. 

The receipts at Atlantic ports, however, continue ex_ 
ceptionally light—in the week in question less than in any 

corresponding week since 1873 at least. 


6 eevee e 
N. W. receipts. 
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THE CuicaGo-St. Louis Poo, which was organized only 
about a year ago, divides the through traffic among the four 
roads competing for it, the Chicago & Alton, the Wabash, 
the Illinois Central (connecting with the Vandalia Line for 
St. Louis), and the Chicago, Burlington & Quincy. Some 
time ago the Chicago & Alton became dissatisfied with the 
operation of the pool and gave the requisite 30 days’ notice 
that it would withdraw, but it afterward consented to re_ 
main until Jan. 1, when the agreement made last year was 
to expire. Meanwhile a meeting of the managers of the 
roads concerned was held in Chicago on Tuesday of last 
week, at which it was agreed to continue the arrangement 
through the year 1884, with the same division of traffic as 
at present, unless new percentages shall be fixed by arbi- 
tration. The freight percentages are reported to be: 
Chicago & Alton, 36; Wabash, 29; Illinois Central, 20; 
Burlington, 15. 








CHICAGO LUMBER RECEIPTS have been very large siuce 
September, but they must be substantially at an end. From 
Oct. 1 to Nov. 22 they were : 

1983, 1882. Decrease. P.c, 
M. ft 424,288 427,568 3,280 0.7 

Thus they were very nearly as large as last year, when 
they were unprecedented and made the stock on hand at the 
close of the year very much larger than ever before. The 
stock on hand Nov. 1 for the last three years has been : 


1883. 1882. 1881. 
M. ft 665,947 706,625 599,525 


Thus this year it was only 40,705 M. less than last year 
and 66,422 M. (11 per cent.) more than in 1881. 

The shipments are said to be very satisfactory and the 
dealers to be more confident of a good market than before 
this year. 





THE SCRAP HEAP. 
Another Pass Request Forger. 


A person who represents himself to be the chief clerk of 
Mr. Wm. 8. Mellen, General Freight Agent of the Chicago 
& Northwestern Railway, has in some way 
got possessioa of some of Mr. Mellen’s letter- 
heads, and uses them in forging requests for passes on differ- 
ent railroads. He has d at different times under 
the name of * R. Browning,” *“‘ J. E. Wilson,” *““F. Brown- 
ing.” and *‘ Lawrence,” and has been at Cincinnati, Indian- 
apolis, Buffalo and Richmond, Va., accompanied by a 
woman purporting to be his wife, for whom he has obtained 
passes with himself. Mr. Mellen is unable to identify him 
with anyone ever employed in his office, and whoever he 
may be, his requests are forgeries and he is evidently getting 
these passes for sale. 


Baltimore & Ohio Employes Relief Association. 


The October statement of the Baltimore & Ohio Em- 
ployés Relief Association shows that during the month 
payments, varying in amount from $1 to $1,000, were 
made to 755 members. The detailed statement of those to 
whom payments were made is as follows: Transportation 
Department, Main Stem, 98; Machinery Department, 210; 
Road Department, 124; Pittsburgh Division, 42; Trans- 
Onio divisions, 163; physician’s bills, 118; total, 755. The 
payments for deaths numbered 10 in all. 


Disciplining a Station Agent. 


There were a dozen of us waiting at the station for the 
noon train. Every one had cut his dinner short to catch 
the train, but the hour arrived—five—ten—twenty minutes 
—. and then everybody wondered what had bappened. 

he ticket agent was also the telegraph operator. e@ was a 
young fellow of about 20, ill-grained and supercilious, 
but impatience overcame the fear of him, and a woman 
stepped to the window and asked : 

‘*Is the train late ?” 

“Um !” he growled in reply. 

‘* How late is it ?” 

“ Um \ 

That finished her, and she resumed her seat. Five minutes 
more slipped away, and a very solemu looking man carry- 
ing a very solemn looking carpet-bag, advanced from the 
corner and began : 

‘Train is late, isn’t it ?” 

** Yes,” 

** How late is it ¢”’ 

“oe Um ! ” 

** What is the cause of it ¢” 

No answer. 

After the fifth one had been turned away a short, solid, 
grizzly-headed man who had been whittling a shingle on 
the platform and softly bumming ‘‘ We won’t go home till 
morning,” entered the waiting room, looked up at the clock, 
and then sauntered to the ticket window and queried : 

‘* Whar’s that train ?” 

The young man was looking over some freight bills, and 
he did not raise bis head. 

‘ Whar’s—that—train?” shouted the passenger as he 
brought his fist down on the shelf. 

No answer. After waiting ten seconds he walked out 
doors, turned to the right and suddenly entered the ticket 
office through the freight-house. Watking straight up to the 
agent he reached over the table and seized him, pulled him 
across like a streak of lightning, and as he gave him a shake 
and jammed him into a corner he called out: 

bap in thunder ocak | ey is that ar’ train 7” 

‘**Tt’s a-coming !” gas the nt. 

‘* When, where, which ?”’ = 

‘*Tn about t—twenty minutes !” 

‘* What made’er late ?” 

“The engine broke down at Winchester.” 

‘* Then why in Crockett’s name didn’t you say so in the 
fust place? Young man, take a squar’ look at me! I ain’t 
purty nor genteel nor saintly, but I’m plumb up and down 
and mean bizness ! When a man asks me how hogs ar’ sell- 
ing I’m going to gin hima civil answer if it cracks three 
ribs, and when I ask you why that dog-goned old bullgine 
hasn’t snorted in you've got to hear me or down comes your 
trestle-works ! Do you catch on ?” 

‘“Y-yes—certainly—train’s behind time—be here soon—of 
e-course !”—Detroit Free Press. 


Small Lots of Steel Rails. 


In these dull times, when there is such general com- 
plaint of a dearth of business, it is very singular 
indeed to read in a Harrisburg per that the Pen- 
nsylvania Steel Co. has such a demand for its rails 
“that they are sbipped away before they have 
time to cool.” If this is so, it is to he explained on the 
ground that at this time of the year rail mil a have 
an abundance of small orders for rails, for quick delivery, 





to be used in making repairs that cannot be postponed. 
Mills having large contracts on hand take such orders ata 
dollar or two over the usual rates, and run out the rails when 
they are finishing up a sizeable contract for a similar sec- 
tion. The rails to fill the little order must then be shipped 
without delay.—Iron Age. 
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_ MEETINGS AND ANNOUNCEMENTS. 





Meetings. 

Meetings will be held as follows: 

Brunswick & Western, annual meeting, at the office in 
Bruoswick, Ga., Dec. 4, at noon. 

Fort Worth & Denver City, annual meeting, in Fort 
Worth, Tex., Dec. 11. 

New York, Providence & Boston, annual meeting, at the 
office in Providence, R. I, at 10 a. m..on Dee. 12. 

Richmond & Danville, annual meeting, at the office in 
Richmond, Va., Dec. 12, at noon. Transfer books close 
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Richmond & West Point Terminal Co., annual meeting, 
at the office in Richmond, Va., Dec. 11, at noon. 


Dividends. 


Dividends have been declared as follows : 

Chicago & Northwestern, 2 per cent , quarterly, on pre- 
ferred, and 3%¢ per cent., semi-annual, on common stock, 
both payable Dee. 27. Trausfer books close Dec. 6. 

Delaware & Hudson Canal Co.. 1*4 per cent., quarterly, 
payable Dec. 10. Transfer bocks closed Nov. 24, 

Lehigh Cual d& Navigation Co., 3 per cent.. semi-annual, 
payable Dec. 11, to stockholders of record Nov. 30. The 
May dividend was 2\ per cent. 

Philadelphia, Wilmington & Baltimore, 4 per cent., 
semi-annual, payable Jan. 2. 

Union Pacific, 124 per cent., quarterly, payable Jan. 1. 
The transfer books close Dec. 5. 

Worcester d Nashua, 14% per cent., payable Jan. 1; 
Nashua d& Rochester (leased to Worcester & Nashua), 01¢ 
per cent., payable Jan 1. These dividends are paid to equal- 
ize the dividends on both stocks up to Dec. 1, at which date 
the two companies are to be consolidated. 








ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—The following order is 
dated Topeka, Kan., Nov. 20: 

‘“W. W. Borst, Superintendent of the Western Division, 
has resigned. D.H. Rhodes is appoivted Superintendent of 
the Western Division with beadquarters et La Junta, Colo- 
rado. This appointment is io effect on and after Nov. 25, 
1883.” 

The Western Division extends from Dodge City 
Pueblo and Rockvale, Coij., and south to Raton, 
cluding 410 miles of road in all. 


Kan., to 
N. M., in- 


Baltimore d& Ohio.—At the adjourned annual meeting in 
Baltimore, Nov. 26, the following directors were chosen: 
Wm. F. Burns, Robert Garrett, John Spear Nicholas, Jobn 
Gregg, Wm. W. Taylor, James Carey Coale, G. A. von 
Lingen, Decatur H. Miller, Joshua G. Harvey, George W. 
Dobbin, Henry C. Smith, Aubrey Pearre. 


Boston & Providence.—The new board has re-elected 
Henry A. Whitney President; A. A. Folsom, Superinten- 
dent; B. B. Torrey, Treasurer; Winslow Warren, Clerk. 


Brunswick d& Western.—The following circular from 
General Manager H. G. Morse is dated Brunswick, Ga., 
Nov. 20: 

‘*Mr. W. R. Kline has this day been appointed Master 
Mechanic of the Brunswick & Western Railroad, vice Mr. 
Wm. McCandless, resigned.” 


Cherry Grove & Hickory Valley.—Mr. R. Freeman, of 
Warren, Pa., is President of this new company. 


Chicago, Burlingion & Quincy.—Mr. George Alexander, 
Superintendent of the Chicago Division, bas issued the fol- 
lowiug notice: ‘‘Mr. J. M. Rodman has been appointed Acting 
Train-Master at Chicago, appointment to take effect’ Nov. 
22. Mr. Rodman will have charge of the distribution of 
cars and of the switcbing service at Chicago. Freight train 
men will be subject to bis authority while east of the C., C. 
& IL. C. crossing.” 


Denver & Rio Grande.—Mr. W. W. Borst has been ap- 
pointed Superintendent of the First Division in place of W. 
H. Bancroft, transferred to the Utah Division. Mr. Borst 
was formerly on this road, but forsome time past has been 
on the Atchison, Topeka & Santa Fé. 


Macon & Florida.—The directors of this pew company 
are: A. O. Bacon. 8, T. Coleman,S.8 Dunlap, 8. R. Jaques, 
H. J. Lamar, A. J. Lane, M. Nussbaum, R. H. Plant, Virgil 
Powers, Wm. H. Ross, J. 8. Schofield. George B. Turpin, 
L. N. Whittle. Office in Macon, Georgia. 


Michigan & Ohio.—Mr. Luther Allen has been appointed 
Superintendent of this new road, with office in Toledo, O. 
D. J. Durrell bas been appointed Master Mechanic, with 
oftice in Marshall, Michigan. 


Mobile & Montgomery.—At the annual meeting in Mont- 
gomery, Ala., last week, the following were chosen: Presi- 
dent, Josiah Morris; Vice-President, A. C. Dana; Directors, 
M. 8S. Belknap, Thomas G. Jones, A. M. Quarrier, H. M. 
Smitb, Theodore Welch, J. F. Whitfield; Secretary, George 
a Craik. The road is owned by the Louisville & Nash- 
ville. 


Nebraska City, Beatrice & Salina.—The officers of this 
new company are: President, Julian Metcalf, Nebraska 
City, Neb.: Vice-President aad General Manager, George 
V. Morford, Omaha, Neb.; Secretary and Treasurer, C. G. 
Dorsey, Beatrice, Nebraska. 


New York, Lake Erie d& Western.—At the annual meet- 
ing in New York, Nov. 27, the following directors were 
chosen: Theron R. Butler, Charles Dana, F. N. Drake, 
Harrison Durkee, Thomas Dickson, James D. Fish, R. Suy- 
dam Grant, James J. Goodwin, Solomon 8. Guthrie, Hugh 
J. Jewett, John Taylor Johnston, Cortland Parker, John 
Frederick Pierson, Homer Ramsdell, Jacob H. Schiff, Wm. 
L. Strong, J. Lowber Welsh. The only new director is Mr. 
Fish, who takes the place of Hon. E. D. Morgan, deceased. 


New York, Lake Erie & Western Leased Lines.—At 
meetings held in New York, Nov. 27, directors were chosen 
as below for the following companies, whose lines are leased 
to the New York, Lake Erie & Western Co.: Erie Inter- 
national.—Hugh J. Jewett, Robt. Harris, Theron R. Butler, 
Edmund 8. Bowen, Augustus R. Macdonough, Chas, G. Bar- 
ber, Bird W. Spencer. Suspension Bridge & Erie Junction. 
—Hugh J. Jewett, Solomon 8. Guthrie, George R. Bilanch- 
ard, Robt. Harris, John A. Hardenbergh, Augustus R. Mac- 
donough, Bird W. Spencer, Richard G. Taylor, John N. 
Abbott, Chas. G. Barber, Edson D, Hammond, Royal C. 
Vilas, Oliver W. Cook, °° 
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Ogden:burg & Lake Champlain.—Mr. E. B. Burnbam 
has been ene Purebasing Agent, with office in Og- 
devsburg, N. Y. He was formerly ou the Boston, Hoosac 
Tunnel & Western road. 


Old Colony.—At the annual meeting in Boston, Nov. 27, 
the old board was re-elected, as follows: Frederic L. Ames, 
Thomas J. Border, John §S. Brayton, Charles F. Choate, 
Samuel ©. Cobb, Uriel Crocker, Thomas Dunn, Francis B. 
Hayes, Charles L. Lovering, Wm. J. Kotch, John J. Rus- 
sell, Nathaniel Thayer, Royal W. Turner. The board re- 
e‘ected Charles F. Choate President ; Frederic L. Ames, 
Vice-Presi« ent. 

Mr. J. N. Lauder has been appointed Superintendent 
of Motive Power. a new office on this road. He was 
formerly Master Mechanic of the Northern (New Hamp- 
sbire) road, and later of the Boston, Lowell & Concord line, 
but for a year past bas been on the Mexican Central road. 
Mr. Lauder isa master mechanic of ability and high standing, 
and his many friends in the Master Mechanics’ Association, 
of which be was formerly President, will be pleased to hear 
of his new appointment. 


Petersburg.—At the annual meeting in Petersburg, Va., 
Nov. 21, the following were chosen: President, E. TD 
Myers; Directors, Joseph Bryan, James H. Dooley, T. M. 
Logan, W. H. Palmer, Frederick R. Scott. 


ew d& Western.—The following circular has been 
issued: 

** At a meeting of the board of directors of this company, 
held Nov. 6, Mr. Thomas M. King was elected Vice-Presi- 
dent and General Manager of the company, to take effect 
fortbwith. Mr. King will assume personal charge of the 
management of the company on Monday, Nov. 19, 1883, 
and will be obeyed and respected accordingly.” 

Mr. King is General Superintendent of the Pittsburgh 
Division of the Baltimore & Ohio, and it is understood that 
he will retain that position also. 


Providence, Warren & Bristol._—At the annual meeting 
in Providence, R. L, Nov. 26, the following were elected: 
President, Henry A. Whitney ; Directors, T. P. I. Goddard, 
Wm. Goddard, Wm. R. Robeson, Roya! C. Taft, Francis M. 
Weld. The roadis controlled by the Boston & Providence 
Company. 


Richmond & Petersburg.—At the annual meeting in Rich- 
mond., Va.. Nov. 27, the following were chosen : President, 
Frederick R. Scott ; Directors, H. K. Ellyson, B. W. Hax- 
all, D. W. Lassiter, R. R. Bridgers and W. T. Walters. 


Texas & Great Northwestern.—The officers of this new 
company are: President. H. A. Blood, Fitchburg, Mass. ; 
Vice-President, Thomas J. Hurley, New York ; Treasurer, 
W. E. Hughes, St. Louis ; Assistant Treasurer, Edward D. 
Hewing. Fitchburg, Mass.; Secretary, James T. Vanster, 
Dallas, Texas. 


Texas & St. Louis.x—Mr. W. R. Woodard has been 
appointed General Manager in place of George W. Ristine, 
resigned, as has been previvusly reported. He has been for 
some time Superintendent of the Hannibal & St. Joseph 
road, 


Utah Eastern.—At tbe annual meeting in Salt Lake, 
Utah, Nov. 19, the following directors were chosen: T. J. 
Almy, F. L. Ames, R, 8. Chambers, 8S. H. H. Clark, E. 
Dickinson, Sidney Dillon, W. W. kiter, C. S. Wurtele. 
The board re-elected Sidney Dillon President ; E. Dickinson, 
Vice-President and General Manager; T. S. McMurry, 
Secretary and Treasurer. 








PERSONAL. 


— Mr. J. M. Williams has resigned his position as Super- 
intendent of the Texas Trunk road. 


—-Mr. George W. Keynolds has resigned bis position as 
Master Mechanic of the Northern Division of the Old Colony 
Railroad. 


— Mr. Jolin T. Gerry has resigned his office as Superin- 
tendeut and Chief Engineer of the Burlington & North- 
western roads, to accept a position on the Texas & St. 
Louis road. 


—It is said that the position of President of the New York 
& New England Railroad Co. has been offered to Mr. C. 
W. Rogers, General Manager of the St. Louis & San Fran- 
cisco road 


—Mr. J. K. Taylor has resigned his position as Master 
Mechanic of the Old Colony Railroad, to take effect Dec. 1, 
and the office is abolished, or rather merged in a new one, 
from that date. 


—Mr. Jobn F. Bodine, President of the Williamstown 
Railroad Co., died at his residence in Williamstown, N. J., 
Nov. 23, aged 62 years. He was a large glass manufac- 
turer, and had served with credit in both branches of the 
New Jersey Legislature. 


— Mr. James Sedgley has resigned his position as Gen- 
eral Master Mechanic of the Lake Shore & Michigan road, 
to take effect Jan. 1 next. Mr. Sedgley intends to retire 
from active work altogether, and to enjoy the leisure which 
he has earned by 40 years of bard work. He has held bis 
present position for a number of years. 


—Mr. Charles E. Gorham died in Cleveland, O., Nov. 14, 
aged 70 vears. Whena young man he began work ona 
railroad in Connecticut, and soon after.the Cleveland & 
Pittsburgh road was opened he came to it asa freight con- 
ductor. Rising through various grades, in 1862 he was ap- 
pointed Superintendent of the Western Divi-ion of the Pitts- 
burgh. Fort Wayne & Chicago, and scme years later 
was made Assistant General Manager. Some two years ago 
ho retired from that position and was made General Agent 
of the Pennsylvania Company at Cleveland. 








TRAFFIC AND EARNINGS. 
Grain Movement. 


For the week ending Nov. 17 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past ten years: 


Northwestern shipments.— 


Northwestern Cc. Atlantic 
Year, receipts. Total. By rail. byrail. receipts. 
1874...... 2,222,349 1.042.623 278.362 26.7 3.977.044 
1875. ....3,276,429 2,376,015 876,901 36.9 4,057,145 
1876 ... .2,855,645 2,679,746 1,272,743 475 4,329.86 
1877.... .3,624,676 3717945 461,569 17.0 5.789,879 
1878 ... .4.210.803 2,782,672 689,159 248 5,649,859 
1879... .3,540,174 3,476.939 594,979 17.1 5.850,402 
1880. ....3.226.3886  4,92%,795 2,287,295 464. 6,991,471 
TRSL.. ...3,°33,458 2.845.733 2,008,138 70.6 3,990,804 
1882. 24,552,743 3,826,950 2,106,62: 54.1 4,093.612 
1885. ....6,448,483 4,934.604 2,371,186 48.1 3,400,570 


Both the receints and the shipments of the Northwestern 
mar<ets were thus larger than in the corresponding week of 





any previous years, and the receipts were 84¢ per cent. and 
the shipments 16 per cent. more than the previous week of 
this year, an increase very unusual at this season, when the 
whole movement is likely to decline. The rail shipments are 
also exceptionally large. The Atlantic receipts, however, 
were smaller than in the corresponding week of any year of 
the ten, and but half as large asin 1880, but were a little 
larger than the week before. Chicago and Milwaukee to- 
gether had 62 per cent. of the total Northwestern receipts ; 
New York and Boston 70 per cent. of the Atlantic receipts. 
Boston’s receipts are the largest it bad since June, 1881, and 
exceeded the aggregate receipts at Philadelphia and Balti- 
more, which were but 18 per cent. of the whole. 

Exports from Atlantic ports for the week ending Nov. 17 
for four successive years have been : 


1880. 1881. 1882. 1883. 
Fiour, bbis........ ... 180,790 105.303 220,53 L 154.917 
Grain, bush........ - 4,112,473 2,219,924 1,171,507 1,444,840 


Including flour, the exports this year were a fifth and 
more less than in 18§2 and 1881, and not one-half those of 


Railroad Earnings. 
Earnings for various periods are reported as follows: 





Ten months ending Oct. 31: 
1883. 1882. Inc. or Dec. P. 6, 

Eastern ....... ... $3,079.967 2,896,828 I. $183,129 6.3 

Nash., Ch & 8t.L. 1,913,234 1 749,513 I 163,721 9.3 
Net earnings... 872,741 745,013 I 127,728 17.1 

Norfolk & West 2,508,746 1,943,747 I 364,999 19.0 
Net earnings... 1,088,492 877,621 I. 210,871 24.0 

Northern Central 5,142,885 4,783,487 I. 359,398 7.5 
Net earnings 2,071,438 1,780,934 I 290,504 16.3 

Pennsylvaiia..... 42,769.257 40,548,834 I 2,220,423 5.5 
Net earnings... 16,295,698 15,645,214 I 650,484 4.2 

South Carolina... 1,073,280 1,013,055 I 60,225 5.6 

Vicks. & Meri. 404,706 354,858 I 49,848 14.0 
Eight months ending Aug. 31: 

C., Col., C. & Ind. $2,813,418 $2,730,245 I. $83,173 3.0 
Net earnings. . £30,861 770,642 I. 60,219 7.8 
Three months, July 1-Sept. 30: 

Chi. & Gd. Trunk £151,879 £110,406 I. £41,473 37.7 
Net earnings... 35,052 23,644 I. 11,408 48.3 

D..Gd. H. & Mil.. 73,399 70,796 I. 2,603 3.7 
Net earnings... 24,745 20,957 I. 3,788 18.0 

Grand Trunk..... 924.567 886,183 I. 38.384 4.3 
Net earnings... 291,497 £65,566 I. 25,931 0.7 
Month of July: 

East Tenu., Va. & 

Georgia....... $311,784 $245,545 1. $68.239 28.0 
Net earnings... 137,345 82,233 I. 55.112 67.2 

St. Johns & L. C. 26,187 24.679 I. 1,508 6.1 
Month of August: 

E. T., Va. & Ga... $362,565 $289,287 I. $73,278 25.4 
Net earnings... 178,048 114,022 I. 64,026 56.2 

La. & Mo. River.. 70,200 65,400 I. 4,800 7.3 
Month of September: 

E T.,Va &Ga... $394,434 $320,358 I. 

Net earnings... 204,982 125.663 I. 
Oregon Imp. Co.. 382,242 330,307 1. 
Month of October: 
E. T., Va. & Ga.. $455,593 $386,216 I. 
Net earnings... 236.476 182,022 I. 

Ce, eee 359,178 322,701 I. 

3 a Ae 201,32C 201,712 D. 

Net earnings... 92,084 91,379 I. 705 

n.O0 27. 2... 1 ee eer ee és ess ae 

Norfolk & West.. 331,854 272,318 I. 99,536 22.0 
Net earnings... 191.951 152,629 I. 39.322 17.0 

Northern Central 590,748 527,714 I. 63.034 12.0 
Net earnings... 286,287 185,638 I. 100,649 54.1 

Pennsylvania..... 4,875,347 53 iI. a 4.6 
Net earnings .. 2,216,150 i § 83 

South Carolina... 146,294 D. 12.8 

Vicks. & Mer.... 65,102 i 27.8 
Two weeks in November: 

Ches. & Ohio..... $156,104 11.7 
m eacte . s. 29.295 28.1 

East T., V. & Ga.. 194,080 24.6 

Mem. & Charles. . 82,624 18.2 
Second week in November; 

Chi., & Gd. Trunk $59,274 : $ 1.4 

Chi. & West Mich. 30,164 4 5 5.4 

Det.. Lan. & No.. 30,4°4 \ ‘ 3% 1.0 

Flint & Pere M 55,100 45,100 I. 10.000 22.2 

Gd. frunk........ $85,227 375,369 I. 9,858 2.6 

G. R., W. & St. P. 10.760 10,006 I. 754 7.5 

a. Contral.... .. 361,535 GF 4 pepe 14.5 

Mar.,H. & 17,548 28,128 D. 0,583 37.8 
Third week in November: me 

Canadian Pacific $124,000 $69,000 I. $55,000 79.8 

Chi. & Alton...... 206,596 200,979 I. 5.417 2.8 

©. 0. 2 oP... 547,' 00 476,268 I. 70,732 148 

Chi. & Sorthwest 603.000 450,000 I. 53,000 11.8 

C ,8t. P.. M. &O. 30,000 123,700 I. 6,300 5.1 

Denver & R. G... 153,200 115.200 I. 38,000 33.0 

M., L. S. & West. 22.920 18,801 I. 4.119 21.9 

Northern Pacific 326,900 194,300 I. 132,600. 68.4 

Or. R. & Nav. Co. 128,916 85.182 I. 43,734 513 

Rochester & Pitts. Lape Ley - rte = 

St. L. & sanF... 90, 75,6 4 5,00 9. 

St. P., M.& M... 206,590 188,300 I. 18,090 9.6 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Coal. 


Coal tonnages for the week ending Nov. 17 are reported 
as follows: 


1883. 1882. Inc. or Dec. P.c. 
Anthracite......... 700,436 698,147 1. 2,289 0.5 
Semi-bituminous... 122,962 132,417 D. 9,455 71 
Bituminous, Penna. 79,955 71.977 I. 7,97 11.1 
Coke, Penna... ... 64,784 67,127 D. 2,343 3.5 


Anthracite stocks are reported as increasing, while no 
stoppage of production appears probable at present. The 
very short duration of the recent cold snap and the con- 
tinuannce of very mild weather naturally has a discourag- 
ing influence on the dumestic demand, while that for steam 
purposes and the manutacture of iron is not very heavy. 
be Cumberlaud and Clearfield coal operators claim that 
their coals are now being used for steam purposes in many 
places where heretofore anthracite has always been the 
fuel. 

Tho coal tonnage of the Pennsylvania Railroad for the 
week ending Nov. 17 was: 





Coal. Coke. Total. 
TASS OL POOR s 05 doe vccccscceces 167,992 54,915 222,907 
From other lines................ 48,353 9,869 58,202 
0 Se ee mee 216.325 64,784 281,109 


The total tonnage this year, to Nov. 17, was 10,761,382 
tons, against 9,739,505 tons to the corresponding date last 
year; an increase this year of 1,021,877 tons, or 10.5 per cent. 

The coal tonnage of the Baltimore & Ohio Railroad for 
the fiscal year ending Sept. 30 was as follows, coke being 
included with the coal: 


1882-83. 1881-82. 





Inc. or Dec. P.c. 

Main Stem .. .... .... 2,581,557 2,521,226 I. 60,331 2.4 
Pittsburgh Divis‘on..... 2,402,130 2,447,749 D. 45,619 1.9 
Trans-Ohio line ........ 684,696 678,041 iI. 6,655 1.0 
eR i wens wetimicks 5,668,323 5,647,016 I. 21.367 0.4 





The coal carried over the. Main Stem was distributed as 
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follows: delivered in Baltimore, 1,654,821 ; delivered to 
local aud western points, 517,041; for use of company, 
409,695 ; total, 2,581,557 tons. 

As compared with 1880-81 the total increase last year 
was 1,128,756 tons; as compared with 1879-80, it was 
1,279,527 tons. 

The coal tonnage of the Chesapeake & Ohio Railroad for 
the ten months ending Oct. 31 was : 





1883. 1882. Increase. P.c. 

toe 1 ae 741,387 714,186 27,201. {8 
Pee on ts, 86,857 76,135 10.722 14.1 
a Ee TN 828,244 790,321 37,923 48 


For the mouth of October the tonnage was: Coal, 71,- 
O88 ; coke, 9,023 ; total, 80,061 tons. 

Cumberland coal shipments for the week ending Nov. 24 
were 55,529 tons. The total shipments this year to Nov. 
24 were 2,282,793 tons. 


Petroleum. 


The production of the Pennsylvania and New York oil 
wells for October is given as follows by Stowell’s Petroleum 
Reporter, in barrels of 42 gallons: 


1883. 1882. Inc. or Dec. P.c. 
Production... ........ 2,076,659 2,297,658 D. 220.999 9.6 
Shipments........ .-. 2,215,421 2,980,498 I. 124.993 6.0 
Stock.................+. 39,612,915 32,608,533 I. 3,004,382 9.2 
Producing wells.. 19,100 19,000 I 100 0.5 


The production is the largest reported for any month of 
this year, but was exceeded in every month of last year 
except December, and in every month of 1881 except in 
January. 

The shipments were less than in September by 120,153 
barrels, or 5.1 per cent., but with the excepticn of that 
month and of July, 1882, they are the largest reported in 
any month for 12 years. For the fifth time this year the 
sbipments for the month exceed the production. 

The stock reported at tbe close of the month was all in the 
pipe lines. It was diminished during the month by 189,762 
barrels, which is the excess of shipments over production. 

The large increase over September in the number of wells 
reported is due toa careful account of the small wells. There 
were 321 new wells completed during the month and 2] dry 
holes reported. At the close of the month there were 341 
new wells in process of drilling. 

Of the total production the Alleghany District in New 
York contributed 17.2 per cent.; the Bradford District in 
Pennsylvania, 56.1; the Warren District, 15.0, and the 
Lower District 11.7 per cent. 

Of the shipment from the wells 465,846 barrels, or 21 per 
cent, are reported as by rail, and 1,749,575 barrels, or 79 
per cent., by pipe line. 

New developments made continue to prove that the new 
Forest County wells, while for a time large producers, are 
unreliable, and rapidly give out. 

Shipments out of the regions were as follows : 











y Barrels. Per ct. of total. 
New York........ 906,606 40.9 
PREAGCIOIMD 2.5.5: ciceeee sss -.. 184731 8.3 
DIE 655 ns sGiasitin nines secu . 85,124 3.8 
aie ein: «Sek bah, .k-40 makina ee 16,100 0.7 
MEETING s' 9.000 Gob bates ace hbo ees 512.951 23.2 
Ere Teer ere ‘ 43,807 2.0 
ND cas wcekts wana calibr-emwed 253,535 11.5 
Refined at Creek refineries.......... 21?,567 9.6 
Ee Deere eae 2,215,421 100.0 


Shipments of oil refined at Creek refineries (reduced to its 
equivalent in crude) were: New York, 80,614; Philadel- 
pbia, 11,785; Baltimore, 11,084 ; Botson, 67,650 ; local 
points, 41,434 ; total, 212 ,567 barrels. 

South Carolina Railroads. 
The Charleston News and Courier gives an abstract of the 
earnings of railroads in South Carolina for the year ending 
June 30, 1883, as reported to the Railroad Commission. 
The following exhibits for the same periods the total income 
from all sources, and the total operating expenses, including 
taxes paid: 
es 











~ ncome.——-—. —-—-Expenses.—--— 

1882-83. 1881-82. 1882-83. 1881-82. 
Ash. & Spart’burg. $39,460 $39,721 $40,737 $59.050 
Ashley River ..... 6,4 7,875 925 1,034 
Atlanta & Char- 

YS eee 499,799 519,153 333,978 343,648 
Augusta & Knox.. 97,228 23,433 63,591 24,757 
Baruwell...... .... 4.274 seaiatee unt Ce  . vabibesa 
Central, of S.C... 94,034 29,502 56,276 11,275 
Charleston & Sa- 

vannah. ..... .. 390,667 343.785 392.545 411.116 
Char. Col. & Aug.. 692,061 590,935 447,576 464,1€6 
Che’w & Ches..... 31,580 41,968 22,839 24,281 
Cheraw & Darling- 

eee : 80,897 73,016 55,033 47,012 
Cheraw & i 

ar 24,036 19,951 9,077 8,329 
Ches. & Len’r..... 35.773 49.115 28.82 31.142 
Col. & Greenville... 628,961 608,504 428,737 434,603 
a 39,953 33,108 34,327 33,049 
Northeastern....... 618.440 551,706 512,831 617,005 
Port Royal & Aug.. 307,100 420,234 272,112 £80.27 
South Carolina.. .. 1,356,936 1,229,876 835,434 723,215 
Spartanburg, U. & 

ee Scveisuss ° Meee 100,105 91,067 81,801 
Wil., Col. & Aug... 722,986 705,500 571,780 648,484 
etek: ....... . ..$5,832,281 $5,287,683 $4,191,467 $4,294,203 


The Atlanta & Charlotte Air-Line’s income and expenses 
for the year 1882-88, as shown above, represents only the 
proportion of each attributable to the South Carolina Divi- 
sion of the line. Last year the figures were given in the 
report for the whole line, but for purposes of comparison a 
close estimate of the South Carolina business for that year 
has been made, and is inserted above. 


Baggage Regulations. 
Ata meeting of the New England General Passenger & 
Ticket Agents’ Association in Boston last week an order was 
passed that on and after Jan 1, 1884, no single piece of 
baggage weighing over 250 pounds be accepted for trans- 
portation in baggaze cars, or checked for that purpose, by 
the lines constituent of this association. An order was also 
passed requiring theatrical companies, who receive 
theatrical rates, to conform to the rules of the first order. 
This is the rule which has now been generally adopted by 
railroads all over the country. 2 


Traffic Notes. 

The Chicago Freight Bureau. an organization of shippers 
for mutual protection, has established itself at No. 55 Dear- 
born street, with Mr. C. M. Wicker, formerly of the Chicago 
& Northwestern, as Commissioner. 

The Union Pacific and the Chicago, Burlington & Quincy 
have made an agreement fixing uniform rates in Nebraska, 
which will probably prevent their demoralization west ot 
the Missouri, whatever effect the disruption of the Omaha 
pool may have on the rates between the Missouri and 
Chicago. 

The Northwestern Traffic Association decides that when 
potatoes, apples and the like are shipped in cars provided 
with fires to prevent the freezing of the freigbt, a man 





may be passed to take charge of the fire, but must not be 
passed back. 
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Minimum Charges and Uniform Rates. 

M. 8. Frink, Manager of the St. Louis Freight Bureau, 
has issued a circular letter to Western railroad officials in 
which be invites their attention to the great diversity in the 
instructions concerning the charges on small shipments as 
expressed jn the tariffs of the various roads under the head 
of “minimum charges.” Sbippers, Mr. Frink says, now 
expect to be told what it will cost to carry freight through 
to destination, whether ia large or small quantities, and 
custom has made it necessary to do so. Mr. Frink is 
of the opinion that . slight modification of the 
rule adopted by the Southwestern Railway Associa- 
tion would make it a prope: one on all lines, both for local 
and through traffic, and its aucption would prevent much 
anhoyance and work well for all. The following is sug- 
gested: ** No shipment, however small, will be carried any 
distauce for less than 25 cents. In cars where second-class 
rate for 100 pounds exceeds 25 cents that rate will be the 
minimum charge. Powder (explosive) of all kinds must be 
carried separately, and will not be taken as a part of a ship- 
ment whether there be other goods from same shipper to 
same consignee the same day or not.” 

This, Mr. Frink adds, may seem a small matter, but 
experience has proved that small transactions make most of 
the trouble between the carrier and the public. 

Transcontinental Association Baggage Rules. 

Commissioner Geo. W. Ristine, of the Transcontinental 
Association, bas sent the following to all connections : ‘* No- 
tice is hereby given that no baggage must be checked over 
the lines in this association on tickets to points beyond He- 
lena, Ogden, Albuquerque, Deming, or El Paso. Such 
baggage must be checked only to, and rechecked at, our 
Eastera termivals, inctuding St. Louis, Hannibal, Cairo, 
Columbus and Little Rock, for the Texas & Pacific Rail- 
way. Free allowance of baggage will be as follows: Each 
full or whole ticket, 150 pounds; theatrical tickets, 200 
pounds; transpacific tickets, 250 pounds. Children’s (one- 
half) tickets, one-half of above, respectively, which, as 
above stated, must be checked by ourselves only.” 


Cotton. 


Cotton movement for the week ending Nov. 23 is reported 
as follows, in bales : 
Interior markets— ——--Seapcrts--—— 


oe of Shipments. Receipts. Exports. 
BOTB . ccness sccccsenss 139,841 174,022 222,510 99.640 
WOU scsccaccsennestssions 162,099 147,647 242,169 139,731 


The total receipts at seaports for the cotton year (from 
Sept. 1) to Nov. 23 were 2,199,099 bales, an increase of 0.4 
per cent. The stock reported Nov. 23 was 931,806 bales. 

The total receipts at interior markets from Sept 1 to Nov. 
23 were 1,393,541 bales, a decrease of 2.7 per cent. from 
last year. Thestock reported on hand Nov. 23 was 359,748 
bales. 








OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—Mr. J. F. Goddard, 
Tratiic Manager of this road, has issued the following in- 
structions to all agents : 

‘**On and after Dec. 1, 1883, that part of our line known 
as the Pleasant Hill Branch, between Cedar Junction and 
Pleasant Hill, will be operated asa part of the Southern 
Kansas Railroad, formerly the Kansas City, Lawrence & 
Southern Kansas Railroad. All rates and tariffs between 
points east of Cedar Junction to and including Pleasant 
Pill are hereby abrogated. All business for points east of 
Pleasant Hill that has heretofure been sent via that station 
will hereafter be sent via Argentine Transfer or Emporia 
Junction. Agents east of Cedar Junction, on the Pleasant 
Hill Branch, will report to S. B. Hynes, General Freight 
Agent, Lawrence, Kan., on and after Dec. 1, 1883.” 


Attica, Lockport & Youngstown.—The subscrip- 
tions to the stock of thiscompany have reached an amount 
sufficient to secure the organization, and it will soon be in- 
corporated. The road 1s to run from Attica, N. Y., to 
Youngstown, on Lake Ontario. 


Bedford, Seeigrem, Owensboro & Bloomfield. 
—This company has been offered the right of way provided 
it will extend its road from Bloomfield, Ind., northward 
about 8 miles to a connection with the Terre Haute & South- 
eastern road at Worthington. 


Bellingham Bay & British Columbia.—Grading is 
in progress on this road from New Whatcom, Wash. Ter., 
on Belungbam Bay, northward, and work isto be continued 
through the winter as far as the weather permits. The road 
is intended to run northward into British Columbia, toa 
connection with the Canada Pacific road. 


Boston, Hoosac Tunnel & Western.—This company 
has begun to run regular trains over the extension of its 
road from Mechanicsville, N. Y., to tterdam Junction, 
where connection is made with the New York, West Shore 
& Buffalo road. 


Buffalo, New York & Philadelphia.—It is again 
reported that this company is making arrangements fora 
western connection. This is to be secured by a connection 
with the Cleveland, Youngstown & Pittsburgh road, now 
nearly completed from Akron, O., east to the Pennsylvania 
line, and by the building of a new road from Akron west to 
Chicago Junction on the Baltimore & Ohio, about 65 miles. 
This would complete a line from Buffalo to Chicago, in con- 
nection with the Baltimore & Ohio. 


Canadian Pacific.—A cable dispatch from London to 
the Toronto Globe says: *‘It is officially announced that the 
agreement between the Canadian Pacific Railway Co. and 
the Canada Northwest Land Co. has been modified by 
mutual consent. The original agreement was that the 
Canada Northwest Land Co. should purchase, at a rate 
agreed upon, 5, ,000 acres of the Canadian Pacific lands. 
The Land Co. has already acquired 1,500,000 acres, and the 
change made is that the Land Co. instead of having to pur- 
ebase 3,500,000 other acres, is to be released from its 
liability in respect of 2,500,000 acres, and is to be bound 
to purchase only 1,000,000 acres in adition to that already 
acquired. The Land Co. is also to have the option to com- 
plete the purchase of the origival quantity within two years 
from the present date. It is understood that the first pur- 
chase will be completed without any further call on the 
shares.” 


Cape Fear & Yadkin Valley.—The track on the 
extension of this road to Greensboro, N. C., is now laid toa 
point 1614 miles beyond the old terminus at Gulf, and 
work is progressing steadily. On the extension from Fay- 
etteville southwest toward Shoe Heel, on the other end of 
the road, the track is laid for two miles, and work is also 
going onthere. In addition to the tracklaying, work is being 
pushed on additions to the station houses and shops of the 
road, and the present intention is to complete the road as 
soon as possible, 

The company recently bought two 16-in. cylinder engines 
from the Cooke Locomotive Works, at Paterson, N. J., and 
two 18-in. cylinder locomotives are expected to arrive this 
month. The company has also lately received 20 box, 
4 — and 20 flat cars from the Tredegar Co. at Rich- 
mond. 


Central Iowa.—Tbe Bo-ton Herald reports: “ Presi- 
dent I. M. Cate of the Central Iowa road has resigned, and 
insists upon the acceptance, which will probably be accord- 
ed bim, judging from a letter written by him to Director 
Russell Sage, in which very plain and forcible English is 
used. The text of the letter is not at band, but one who has 
seen it says Mr. Cate’s chief grievance was the settlement 
made by a prominent Boston party for Alfred Sully, the 
contractor for building the;Eastern Division, so called, in 
which it is alleged that $180,000 was given to the contractor 
that ought not to bave been. r. Sully is hkewise 
a director of the road. The _ settlement was 
made, President Cate says, in oposition to his verbal and 
written statements, and was so repugnant to his judgment 
that he could no longer serve as chief executive. It was 
originally agreed that the Eastern Division should be com- 
pleted Aug. 31, 1883, and that the contractor should pay 
the interest on the bonds to Dec. 31, 1882, and, for a cer- 
tain consideration, for a‘year longer. It appears that he 
has in some way been relieved of this, and that the com- 
pany has to pay the coupons, diverting therefore money 
which might otherwise bave gone to the holders of the cou- 
pon debt, etc., of the old road. If what the President 
alleges is true, there would seem to be a chance for an in- 
vestigation in the Iowa courts.” 


Central, of New Jersey.—Arguments have been in 
poe this week befure the United States Circuit Court in 

renton, N. J., in the Dinsmore suit to enjoin the lease of 
the road tothe Philadelphia & Reading Co. This suit has 
attracted general attenton from the great interests involved, 
and from the number of noted men who are en- 
gaged in it ascounsel. Nothing, however, has really been 
brought out in the progress of the suit which was not well 
known before. 


Cherry Grove & Hickory Valley.—This company bas 
been organized to build a narrow-gauge road from Garfield 
in Warren County, Pa., to West Hickory in Forest. County, 
a distance of 20 miles. 


Chicago, Milwaukee & St. Paul.—It is said that 
this company will begiu work on the extension of its line 
from Aberdeen, Dak., to the Black Hills. The new road 
will run nearly due west from Aberdeen, following gener- 
ally the line of the Cheyenne River. 


Chicago & Northwestern.—The Freeport & Missis- 
sippi Co. has been organized, all the corporators being offi- 
cers of this company, to build a line from Freeport. IlJ., to 
Galena, about 38 miles. Surveys have already been made 
for the line, which will connect the company’s road running 
from Galena north into Wisconsin with its other lines at 
Freeport. 


Chicago, Rock Island & Pacific.—The foliowing 
statement has been published for the six months of the 
fiscal year from April 1 to Oct 31: 

SE i cccicxses Si0c}e6 OF049 285. cnsbnnk we 


36,058,194 
Expenses (56.8 per cent.)....... ‘ 


3.440.011 
$2,618,183 
270.000 


Net earni euAsuh ager daa sss eras raseiated 
Receipts from Land Department... .... .... .. 





$2.888,183 

718,183 

Surplus for dividends $2,170,000 

The land income and fixed charges are partly estimated. 

The surplus shows an increase of $220,000, or 11.3 per cent., 
over the corresponding period of last year. 


Cincinnati, Walnut Hills & Suburban.—This pro- 
jected line is to run from the Cincinnati Northern, at Oak 
street in Cincinnati, northeast to Madisonville. It is to be 
a 'ight road, for suburban passenger travel only, and is in- 
tended to develop the property along the line. 


Cleveland, Columbus, Cincinnati & Indian- 
apolis.—The following statement for the eight months end- 
ing Aug. 31 is published in London: 


inivinns -cicemmmenneses Giese 
RI I sin 003 606 ante bensigs sc vanes “eked 








> 1883. 1882. Inc. or Dec. P.c. 

Earnings............... $2,813.418 $2,730,245 I. $3173 3.0 
Expenses............. 1,982,557 1.959.603 I. “221954 1.2 
Net earnings......... $830,861 $770,642 I. 360.219 7.8 

Interest, etc. ....... 431,831 421278 I. “101553 25 
Surplus... . ........ $399.030 $349,364 I. $49,666 142 

Per cent. of exps...... 70.5 71.8 D. i ee 


Expenditures for additions to property this year have 
been $269,411, leaving’a balance of $129,619. The similar 
expenses last year were $211 ,350, ard the balance remain- 
ing was $138,014 at the’end of August. 


Cleveland, Youngstown & Pittsburgh.—The ex- 
tension of this road is now completed to Bergholz, O., 
formerly known as Nebo, 36 miles south by eest from the 
old terminus at Alliance, and 61 miles from the junction 
with the New York, Peunsylvania & Obio road at Pore 
The line is located 23 miles further, to Steubenville. 


Connecticut Central.—At the annual meeting in 
Hartford last week the statement presented showed gross 
earnings for the year ending Sept. 30, of $98,409; opera- 
ting expenses, $105,076, cr $6,667 in excess of earnings. 
The fixed charges, including taxes, interest, insurance and 
track rental, amount to $19,495, so that the total expenses 
in excesss of earnings are $26,162. Tbe Committee ap- 
pointed at the last meeting toexamine the accounts of the 


compan at the. office of the New York & New 
Englan in Boston’ reported that the operating 
of the roads known as the Springfield Division. 


for three years previous to May 30, 1883, shows a loss of 
$37,351, or over $12,400 year, and that the same roads 
for two years and eight montts previous to the lease, yielded 
an average net income of $11,625 per year. Under the 
lease, the report says, the earnings in the past three years 
have increased 7 per cent., and the operating expenses 70 
per cent. The report of the Committee was referred to the 
board of directors, who were instructed to consider the ex- 
pediency of cancelling the lease to the New York & New 
England road, and to report at a future meeting. 

The New York & New England Co., which leases the road, 
owns a large part of the bonds, on which no interest has 
been paid for several years, and itisin its power to fore- 
close if it should seem best. 


Delaware, Lackawanna & Western.—This com- 
pany, it is said, is having surveys made for a branch or cut- 
off from the main line at Nicholson, Pa., 22 miles north of 
Scranton, northwest to Nichols on the Buffalo Division. 
The distance is about 45 miles, and the cut-off would save 
about 15 miles over the present line. 


Detroit, Bay City & Alpena.—Track on this road is 
now laid to Au Sable, Mich., 14 miles northeast§from the 
late terminus at Bristol, and work will be stopped there for 
the season. The road is now all completed from the junc- 
tion with the Michigan Central at Wells. Station to Au 
Sable, 50 miles, except the high bridge over Rifle River, 
four miles from Wells. Work on this bridge is in progress, 





and a are being made for a temporary transfer 
there until the bridge is done. The road is of 3 ft. 2in. 


| gauge, but is so built that a change to standard gauge can 


easily be made. 


Duluth & Iron Range.—This company reports track 
laid on its road from Agate Bay, Minn., on the north shore 
of Lake Superior, nortbward 15 nsles. Grading is progress- 
ing on another section of 15 mil-s, and it is intended to push 
the work as fast as possible during the winter, with the ex- 
pectation of completing the road to the Vermillion iron 
range in the spring. 


Kast Tennessee, Virginia & Georgia.—The follow- 
ing statement is made for October and the four months of 
the fiscal year from July 1 to Oct. 31: 











——-October.—— -—-Four Months.— 

1883. 1882 1883. 18k2. - 
Earnings...... $455,593 $386.216 $1,524,276 $1.239.496 
Expenses........ 219,117 204,1' 767.525 735.466 
Net earnings... $256.47 $182,022 $756.851 $503,940 
Per cent. of ex. 48.1 52.9 50.8 59.3 


For the four months this shows an increase of $284.970, 
or 23 Oper cent. in gross earnings, with an increase of $32,- 
059, or 4.4 per cent. in working expenses ; the result being 
a gain in net earnings of $252,911, or 50.2 per cent. 


Fargo & Southern.—The following circular has been 
issued by General Manager W. A. Kindred: 

‘“The Fargo & Southern Railway is open for business to 
Wild Rice station. Freight and passenger rates will be 
announced in a few days. Shipments should be made via 
Fargo.” 


Hartford & Connecticut Western.—There has re- 
cently been much talk of a revival of the old yy" for a 
railroad from Tariffville to Springfield, Mass., to run as 
part of the Hartford & Connecticut Western roa l. The dis- 
tance is about 16 miles, and the grades are easy ull the way. 
If built the road would complete a through line bet ween 
Springfield and the Hudson River at Rhinecliff. It is also 
said that, if the branch is built, it may be extended beyond 
mea toa connection with the Ceutral Massachusetts 
road, 


Indianapolis & Evansville.—Tbe track is reported 
laid on this road from the late terminus at Oakland, Ind., 
south by west to Evansville, 30 miles, completing a line of 
57 miles from Evansville northward to Wasbington Junc- 
tion on the Ohio & Mississippi roud. Regular trains were 
to be put on the extension this week. 


Jacksonville, Tampa & Key West.—The grading on 
this road is now reported nearly done from Jacksonville, 
Fla., southward up the west bank of the St. Johns River to 
Palatka, a distance of 54 miles. Track has been Jaid from 
Jacksonville to Orange Park, 12 miles, and work is in pro- 
gress. 


Johnsonburg & Clermont.—This compeny has filed 
articles of incorporation to build a railroad from Clermont 
in McKean county, Pa., to Jobnsonburg on the Philadelphia 
& Erie road, a distance of 20 miles. It will be an extension 
of the Buffalo, New York & Philadelphia’s 
Branch. 


Clermont 


Lake Erie & Western .—lIt is reported that the nego- 
tiations for the exchange of the old LaFayette, Blooming- 
ton & Muncie income bonds for the second-mortgage bonds 
of the Lake Erie & Western have come toan end in conse- 
quence of refusal of the Lake Erie & Western to concede as 
much as the bondholders wished. It 1s said that the dif- 
ference is a wide one, the company offering to give i's sec 
ond-mortgage bonds only to one-half the amount of the face 
of the income bonds, while the bondholders claimed that the 
exchange should be even. 


Little Rock & Fort Smith.—The stockbolders of the 
Little Rock & Fort Smith and of the Little Rock, Mississippi 
& Texas companies are offered the right to purchase bonds 
and stocks, which latter will be issued as full-paid stock, in 
the Little Rock Junction Railroad Bridge Co. The amount 
alloted to each company is $200,000 bonds and $200,000 
stock. The proportionate amount which all the stockbolders 
of each company have a right to subscribe for is, approxi- 
mately, 5 per cent. of the amount of stock held by each in 
the stock of either company. 


Macon & Florida.— Notice has been given of applica- 
tion for a charter for this company, to build a railroad from 
Macon, Ga., southward to Live Oak. Fia., abcut 180 miles. 
A preliminary organization has been completed and sur- 
veys of the line begun, 


Memphis & Charleston.—This road makes the follow- 
ing statement for the four months of its fiscal year, from 
July 1 to Oct. 31: 


1883. 1882, Inc. or dec. P.c. 

ERO, «00000050.0000008 $430,588 $360,961 I. $69.627 19.4 

Expenses.... .. sconces SaGED 270,165 I. 23,245 8.6 

Net earnings....... $137.178 $90,793 1. $46,382 51.0 
Per cent. of expenses 63.1 74.8 D. 6.7 : 


The road is leased to the East Tennessee, Virginia & 
Georgia Co., but its earnings are reported separately. 


Memphis, Marion & St. Francis River.—This com- 
pany has been organized to build a railroad from Hopefieid, 
Ark., on the Mississippi, opposite Memphis, Tenn., west- 
ward through Marion to a point on the St. Francis River. 
The distance is about 25 miles. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Nov. 10: : : 
Tbe number of passengers carried on the Merida & Valla- 
dohd Railway in September, between Merida, Conkal and 
Cholul, was 338 first-class, 1,465 second class, and 1,171 
third-class. The amount of freight carried during the 
month was 3,044 quiotals. ) 
The General Diligence Co. has made arrangement with 
the Mexican Central to establish_a diligence line between 
the ends of the track as soon as Zacatecas or San Juan de 
Guadalupe may be reached. This will probably be early in 
December. The gap will be covered by two days’ staging, 
making the shortest route between the capital and the 
States, giving about five days between the capital and _ the 
frontier, and four or five days more from El! Paso to New 
York and Boston, giving nine or ten days in all, which, 
with the opening of the railway, will be shortened probably 
to at least seven. Wells, Fargo & Co. will run their ex- 
ess this way. sie tee 
“7 Early, tbe Chief Engineer of the Pacific Division of 
the Mexican Central, is devoting bis particular attention to 
reparations for beginning work at the eastern end of the 
ine, between Lagos and Guadalajara, as soon as the main 
line is completed between the capital and the frontier. He 
is now engaged in studies for the best route hetween the 
junction with the main line and Guadalajara. The most of 
the country in Jalisco, between Legos and Guadalajara, is 
said to be barren and unpromising, but a large tusiness 
awaits the railway at Guadalajara, the second commercial 
city of the republic, and between Guadalajara and the 
Pacific coast the line will run through one of the most fer- 
tile and populous regions in Mexico, touching numbers of 





important cities, including Tequila and Tepic. It is be- 
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lieved that some connection of this line with Mazatlan will 
be of much greater importance than its Pacific terminus at 
San Blas. ‘ : 

The main line of the Mexican National reached the impor- 
tant city of San Miguel de Allende, in the state of Guana- 
juato, last Monday, on its way from Acdmbaro to San Luis 

otosi. San Miguel de Allende has about 40,000 inhabi- 
tants, and considerable manufacturing is done there. The 
only station between Allende and Celaya is Soari, where a 
large factory, owned by Mr. Gonzalez,(of Celaya, is situated. 
Considerable business is expected at these points. Work on 
construction will be suspended on this part of the line 
for the present, and it is thought that pos- 
sibly hereafter all the building may be done 
down from the northern end, owing to the expense of traus- 
porting material to this end. It is expected that the junc- 
tion with the Mexican Central at Celaya, instead of bring- 
ing the two roads into opposition at that point, will prove 
a great benefit to both, as they will be made mutual feeders 
to eacb other, bringing each other a large amount of busi- 
ness. It is likely that the project for a union station and 
freight depot at the junction, instead of the two stations 
now a considerable distance apart, will be realized. 


Missouri Valley & Pacific.—Tbis company has filed 
articles of incorporation to build a railroad from Lemars, 
Ia., on the Illinois Central to Yankton, Dak , on the Mis- 
souri River ; thence to Springfield, in Bon Homme county, 
also on the river, and from there across the prairies, via 
Lake Andes and through the Bijou Hills, to Chamberlain, 
where the Missouri will be crossed. From that city the main 
line is projected to a point north of Deadwood, in reaching 
which the coal fields and pine lands of the Black Hills will 
be traversed. A branch is projected from Chamberlain up 
theriver to Bismarck, and another is projected from some 
point on the Lemars and Yankton Division to Sioux City. 


Nashville, Chattanooga & St, Louis.—This com 
pany makes the following statement for October and the 
four months of its fiscal year from July 1 to Oct, 31: 





———October.—— —Four months.— 

1883. 1882. 1883. 1882. 
Te eT ee $201.320 $201,712 $811,245 $768,189 
EXpemseS.....-...-.--se0s 109,236 110,333 419.255 435,718 
Net earnings.. ........ "$92,084 $91,379 $391,990 $332,471 
Interest and taxes....... ..-..++- nd eR 220,983 216.266 
GR Sc cxccksx en Gtdhnts sogensaxs $171,007 $116,205 


For the four months there was an increase in gross earn 
ings of $43,056, or 5.6 per cent.; a decrease in expenses of 
$16,463, or 3.8 per cent., and an increase in net earnings of 
$59,519, or 17.9 per cent. The interest and taxes increased 
$4,717. or 2.2 per cent., leaving a gain in the surplus of 
$54,802, or 47.2 per cent. 


Nebraska City, Beatrice & Salina.—Thbis company 
has been organized to build a railroad from Nebraska City, 
Neb., through Beatrice to a connection with the proposed 
Salina, Lincoln & Decatur road. It is intended to be a 
branch of that projected line. 


New Castle & Green Valley.—A survey is iv progress 
for this projected road from Glen Mary, Tenn., on the Cin- 
cinnati Southern road to the cval-fieids on Obed River, a 
distance of abovt 40 miles. 


New York, Lake Erie & Western.—At the annual 
meeting in New York, Nov. 27, a resolution was adopted 
finally approving and ratifying the lease of the New York, 
Pennsylvania & Ohio road. 


New York & New England.—Tbe following state- 
ment is made for the year ending Sept. 30, in advance of 
the publication of the report: 

Gross earnings... aeeiecr aS cascianett Ba thes 


eee $3,568,653 
Expenses (84.4 per cent).... ... 


3,013.616 





Net earnings........... ... $555,037 


oS BERR ey ee eee REPEC ECR 3,205 
iain ih heh ee aineie, +k ah en <u Katie aeons " $558,242 

Interest, taxes and rentals................. $1,186,789 

MIE, 35 Lis scctids beciess-ehcen ce 60 3,05 





1,189,847 


Deficit for the year................. $631,605 
The large proportion of expenses is due to extensive re- 
newals and improvements of road. 


Norfolk & Western.—This company makes the follow- 
ing statement for October and the ten months ending Oct. 
Bl: 


——--October.-—-—. —----Ten Months.—--— 

1883 1882. 83. 1882. 
DPT Ee $531.854 $272,318 $2,308.746 $1,943,747 
WEPOMOGS..... 000000005 139,903 119,688 1,220,254 '1,066,126 





$1,088,492 $877,621 


0 vo 


Net earnings .. .... $191,951 $152,630 
Per cent. of exps..... 4” 44 

For the ten months there was an increase of $364,999, or 
19 per cent., in gross earnings, with an increase of $154,128, 
or 14 per cent., 1n expenses, the result being a gain in net 
earnings of $210,871, or 24 per cent. 

The New River Division was opened to the coal fields on 
May 21, 1883. The earnings and expenses of this division 
are included in the above statement from that date. 


Northern Central.—This company makes the follow- 
ing statement for October and the ten months ending Oct. 
81; 


-— October. 





——--Ten months.-—- 
3 1882 














1883. 1882. 1883. 2. 
Earnings........... $590,748 $527,714 $5,142,885 $4,783,487 
Working exps..... 280,786 "84,251 2.775,814 2,723,909 
Extraordinary exps. 23,675 57,825 295,633 278,644 
Total exps....... $304,461 $342,076 $3,071,447 
Net earnings. ... $286,287 $185,638 $2,071,438 $1.780,934 
Per cent. of exps.. 5L.5 6 59.7 62.8 


For the ten months there was an increase of $359,398, or 
7.5 per cent., in gross earnings ; an increase of $51,905, or 
1.9 per cent., in working expenses, and of $16,989, or 6 1 per 
cent., in extraordinary expenses, making an increase of 
$68,894, or 2.3 per cent., in total expenses; the result being 
a gain in net earnings of $290,504, or 16.3 percent. The 
proba and expenses of the Union Railroad are not in- 
cluded. 


Northern Pacific.—In the United States Circuit Court 
last week Judge Wallace rendered his decision in favor of 
the Northern Pacific Co. in the suits brought by holders of 
common stock to enjoin tbe issue of second mortgage bunds. 
Judge Wallace ia his decision concludes as follows : 

 Bquity will not be swift to grant the stringent relief of a 
preliminary injunction to an officivus plaintiff who seems to 
have acquired his interest as a stockholder with a view of 
assailing transactions in the corporate affairs of which 
existing stockholders do not seem to have complained. 
‘The purebaser of a lawsuit is entitled to what he has 
bought, and may insist that his rights shall be recog- 
nized and enforced according to the settled prin- 
ciples of law and the rules of procedure which ob 
tain irrespective of the motive of the litigant, but he 
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I 
can only insist that such preliminary relief be granted 


as shall be absolutely indispensable to preserve the rights 
that cannot be adequately protected. That is the ultimate 
decision of the case. The restraining order is vacated and a 
preliminary injunction refused.” 

The grading on the Jamestown & Northern Branch is 
completed to Devil’s Lake, 25 miles northward from the end 
of the track at New Rockford, Dak. Work has been sus- 

ended for the winter, and the track will not be laid to 

evil’s Lake until next spring. 


Ohio Central.—The United States Circuit Court has 
appointed Thomas R. Sharpe as Receiver of the West Vir- 

inia portion of the River Division of this road. General 

uperintendent J. E. Martin remains in charge of the main 
line and that part of the River Division that is in Ohio. The 
appointment of Mr. Sharpe was on motion of Mr. E. L An- 
drews, an attorney of New York, who has been conspicuous 
in a number of railroad litigations. Mr. Sharpe is also well 
known from his connection with the Baltimore & Ohio and 
the Long Island road. 


Pennsylvania.—A new corporation, known as the Phil- 
adelphia & Lehign Valley Co., has been organized under 
this company’s control to build a branch from its new Read- 
ing line at a point near the mouth of Perkiomen Creek in 
Montgomery County toa junction with the Lehigh Valley 
road at Allentown. The line will be about 40 miles long 
aud will be parallel and close to the Perkiomen Railroad. 
This company’s monthly statement shows for the month 
of October, as compared with October, 188%, on all lines 
east of Pittsburgh and Erie : 
An increase in gross earnings of 


i i . $215,294 
An increase in expenses of 


36,856 


Net increase $178,438 
For the ten months ending Oct. 31, as compared with the 
corresponding period Jast year, the same lines show : 
An increase in gross earnings of...... . »- $2,220,423 
An increase in expenses of paraisia 1,569,939 
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$650,484 
Carrying out these comparisons, we have the following : 








October : 1883. 1882. Inc. or Dec. P.c. 
Earnings -$4,875,347 $4,660,053 iI. 215,294 4.6 
Expenses..... 2,659,197 2,622,341 I. 36,856 1.5 

Net earnings....$2,216.150 $2,037.712 I. $178,438 8.7 
Per cent. of exps 54.5 56.3 D. 1.8 : 

Ten months: 

Earnings. ...... $42,799,257 $40,548,834 I. $2,220,423 5.5 
Expenses.... .... 26,473 24,903,620 I. 1,569,939 6.3 


Net earnings. ..$16,295.6 $15,645,214 1. $650,484 
61.4 IL. 


Per cent. of exps 0.5 

All lines west of Pittsburgh and Erie for the ten months of 
1883 show a surplus over all liabilities of $1,168,503, being 
a decrease of $412,478 as compared with the corresponding 
period of last year. 

To meet the rapid growth of the Clearfield coal business, 
and to satisfy the demands of the coal operators, the com- 
pany has ordered the construction of 1,000 new gondola 
cars, to be used entirely for the coal traffic. 

The National Docks Branch is now completed from a 
junction with the New York Division at the east end of 
Bergen Cut in Jersey City to the wharves of the National 
Storage Co. at Communipaw. It is 214 miles long, and will 
be used for freight only. The branch is all double track. 


Pittsburgh Short Line —This company has been organ- 
ized to build a railroad from Pittsburgh, Pa., to Montour 
Junction, a distance of 12 miles. It will connect with the 
Montour coal road. 


Postal Telegraph.—The New York Tribune reports : 
‘* The Postal Telegraph Co. has sold all its property and 
franchises to the Postal Telegraph & Cable Co., which was 
recently organized under the laws of New York expressly 
for this purpose, The deed of conveyance, which was re- 
corded this week, states the consideration at $10,498,500. 
The transfer is merely the fulfillment of a plan, which has 
been under consideration for some time, for reducing the 
capital stock of the company and for correcting certain legal 
irregularities in the organization and conduct of the origi- 
nalcompany. When the present owners secured control 
they discovered that the previous management had not 
always acted in strict conformity with the state laws, and 
while their council were ofthe opinion that the irregularities 
were not sufficient to vitiate the company’s charter, it was 
decided to organizea new company. Tbe conveyance made 
to the Postal Telegraph & Cable Co. was in accordance with 
this decision. The new company is owned by the same 
persons who have recently controlled the former one. 
There will be some changes iu the Board of Directors 
probably, but John W. Mackey will be President of the com- 
pany. 


Railway Shareholders’ Association. —-The Railway 
Shareholders’ Association, of New York, has filed articles of 
incorporation. The objectof the association is the receiving, 
obtaining, collecting and accumulating of items, matters of 
news and facts regarding railroad corporations, undertak- 
ings, systems, construction, investments, management, taxa- 
tion, legislation, judicial decisions, etc., and supplying, sell- 
ing, vending and furnishing the same in newspaper, pam- 

hlet, book or such other form as shall be deemed expedient 

or the promotion of the stability and for the augmentation 

of the values of railway shares and securities. The capital 
is $100,000, The trustees named are C. P. Huntington, Sid- 
ney Dillon, John Livingstone, Horace Porter and William 
Hall, of New York; George B. Roberts and Franklin B. 
Gowen, of Philadelphia; William B. Strong, of Boston; Alex- 
ander Mitchell, of Milwaukee; William K. Ackerman and 
Albert Keep, of Chicago; Wm. J. Raoul, of Savannah, and 
Charles C. Harris, of Brooklyn. Operations are to be carried 
on in the United States, Mexico. Canada and a)! other parts 
of the American continent, and Great Britain and all British 
possessions. 

Letters have been published from Messrs. Gowen, Hun- 
tington, Porter and Roberts, disavowing all connection 
with the Association, and saying that their names were 
used without authority; which looks as if there was some- 
thiug wrong. 


Rochester & Pittsburgh.—Stockholders of record on 
Dec. 12 will have the option of subscribing for the proposed 
issue of second-mortgage bonds at 75. These bonds will be 
a first lien upon the equipment which is to be bought with 
their proceeds, upon the steam canal boats owned by the 
company, and upon the securities it holds of the Buffalo 
Terminal Co. and the Rochester & Pittsburgh Coal & Iron 
Co., and a second lien upon the Buffalo Division. 


Shenandoah Valley.—This company makes the follow- 
ing statement for October : 





1883. 1882. Inc. or Dec. P. c. 

Earnings... .. ++ --$98,683 $61,72 I. $31,963 51.5 
Expeeses... .... 61,826 56,662 I, 4,664 8.2 
Net earnings. . ..$32,357 $5,058 ‘I. $27,209 545.0 
Per cent. of exps.. 65 92 D. + a Stier 





For the ten months ending Oct. 31 the net earnings were 
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$163,369, as against a deficit of $895 for the corresponding 
period last year. 


South Pennsylvania.—Work has been commenced on 
tunnels Nos. 2, 4,5 and 6 of this road by Ackerman & 
Evans, of Binghamton. N. Y.; Rodgers & O’Biien, of 
Poughkeepsie, N. Y.; McMahon, Shanahan & Queen, of 
Lexington, Va.; and Charles McFadden, of Philadelphia, 
the contractors. The nearest hauling point for supplies to 
any tunnel will be Berlin, or the Berlin Branch of the Balti- 
more & Ohio, which is 7 miles from No. 6, or the Alleghany 
Mountain Tunnel. Tunnel No. 4 will be the longest on the 
road, 6,700 ft. No. 7, or Laurel Hill Tunnel, bas not been 
let finally as yet. The awards for the 85 miles of grading 
for which proposals have been asked are not expected before 
Jan. 1 next. 


Texas Trunk.—Track is now laid on the extension of 
this road from Kaufman, Tex., southwest 15 miles. This 
completes the section of 50 miles from Dallas which the 
company’s charter required it to finish by December, 


Toledo, Cincinnati & St. Louis.—A plan of re- 
organization has been proposed, which, however, does not 
come from the regular bondholders’ committee. In sub- 
stance it proposes the issue of $3,500,000 receivers’ certi- 
ficates for the purpose of paying off car-trust bonds, the 
debenture bonds and for necessary improvements of the 
road ; these certificates to be replaced by preferred mort- 
gage bonds as soon as the foreclosures can be completed and 
a new company organized. It is further proposed that the 
new company, when organized, shall issue $10,625,000 
general mortgage bondsto replace the various first-mort- 
gage issues now outstanding, all of which are to be put in at 
par except the Toledo, Delphos & Burlington firsts at 150, 
and the Spring Grove, Avondale & Cincinnati firsts at 50. 
The common and preferred stocks and the income bonds are 
to be cut off altogether. 

This plan seems to meet with much criticism, and is not 
likely to be adopted without changes. 


West Virginia Central & Pittsburgh.—tTrack on this 
road is now laid to the Fairfax Stone, which marks the ex 
treme point of the western boundary of Maryland. The 
new terminus is near the summit of the Alleghanies, and is 
47 miles from Piedmont. Trains will soon run to the new 
terminus. 


ANNUAL REPORTS, 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 


Page. P 
Alabama Great Southern...... 478 Manhattan................. 81, 755 
Allegheny Valley........... .. 605 Massillon & Cleveland.......... 49 
Alliance, Niles & Ash........... et Pe ereeere reer. 405 
Ashtabula & Pittsburgh........ 495 Mexican National.............. 47 
Atchison,Topeka & Santa Fe.7,246 Mexican Railway........... ...36% 
Atlanta & West Point... 568 Michigan Central...... ... 27, 280 
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Baltimore & Potomac 
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Boston & Albany....... 
Boston, Barre & Gardner.. 
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Missouri, Kansas & Texas...... 
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Mobile & Girarc ee 
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Montpelier & Wells River ......636 
Morris & Essex..............0+ 407 
Nash., Chattanooga & St. L....629 

& Col 








Boston & Providence........... 73 Natchez, Jackson & Col........ 196 
Boston, Rev. Beach & Lynn.100, 755 New Brunswick................. 652 
Bur., Cedar Rapids & No....... 262 New Castle & Beaver Vy....... 495 
Camden & Atlantic.............. 174 New Haven & Northampton.... 7 
Canada Southern............ 396 New London Northern......... 138 


N. Y. Cen. & Hudson River ....7. 8 
4 = & Greenwood Lake 


Canadian Government Roads.213 
h 23 open 
-, New Haven & Hartford. 2 


Central Branc 
Central, of Georgia 
Central Iowa.... .. 











se siecacny 1 N. Y.. Susq i 
Charlotte, Col. & Augusta...... 23 Norfolk & Western. 
Chesapeake & Ohio........ oy 575 Northern Central 
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ED i scececccens sesnteet , 772 Northern (New Hampshire)....340 
Chicago & Alton....... --123,142 Northern Pacific .. ............ 636 
Chicago, Bur. & Quincy.7, 196, 240 Northwestern Ohio............. 495 
Chicago & Eastern Iill........ 207 Norwich & Worcester.......... 773 


ll 707 
Chi., Mil. & St. Paul.73, 167, 263, 265 
Chi. & Northwestern.......... 542 
Chi., Rock Island & Pacific.340, 443 
Chi..St. P., Minn. & Omaha... 536 
Chi. & West Michigan 575 
Cincinpati & Eastern..... ‘ J 
Cincinnati, Ham. & Dayton 
Cin., Ind., St. Louis & Chi. 
Cincinnati, N. O. & Tex. Pa 
Cleve., Col., Cin. & Ind... 
Cleveland & Pittsburgh.. 
Columbia & Greenville. ........ 5 
Columbus, Hocking Vy. & Tol.705 


r 
Ogdensburg & L. Champlain. ..407 
GEO COBMIRA, vai0000s cccescunsed 629 
Ohio & Mississippi.. . 105, 698 
SE a rrr 755 
Oregon Improvement Co....... 2 
Oregon Ry. & Navigation Co. ..77 
Oregon & Transcont. Co.. 
3 Pacific Mail Steamship Co 
Panama 
Pennsylvania Company. 
Pennsylvania & N. Y............ 

9 Pennsylvania Railroad....150, 154 
Decatur & peenavile.OS 
n ° 















OS Ree: Philadelphia & Reading........ 2 
Conn. & Passumpsic Rivers....665 Phila., Wil. & Baltimore. ...... 139 
Connecticut River....... .105, 750 Pittsburgh, Cin. & St. Lonis....312 
Cumberland Vallev 725 Pitts., Ft. Wayne & Chi....340, 495 
Danbury & Norwalk............ 772 Pittsburgh & Lake Erie....... . 40 
Delaware & Hudson Canal.100, 122 Portland & Ogdensburg..... ... 100 


Portland & Rochester. . 
Port Roya) & Augusta... 
Providence & Worcester 
Pullman’s Palace Car Co. 
Rochester & Pittsburgh. 
Rutland 







, 
Delaware, Lacka. & Western...122 
Del., Lac. & W. Leased Lines 7 
Des Moines & Fort Dodge 2 
Denver & Rio Grande.... 
Detroit, Lansing & No 
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E. Tenn., Va., & Ga........ J St. Joseph & Western ......... 477 
Erie & Pittsburgh. ............. 495 St. L., Alton & Terre Haute ...651 
European & North American.. 22 St.L.&Cairo .. ............... 652 
Evansville & Terre Haute..... 750 St. Louis, Iron Mt. & So... .167, 231 
SR ics. 0.i.ims canpaceuacene 40 St.Louis & San Francisco.... 7 
Flint & Pere Marquette......... 262 St. L., Vandalia & Terre Haute.2i6 
RS eae 12,574 St. Paul & Duluth ............... 104 
Grand Rapids & Indiana....... 651 St. Paul,Minn.& Manitoba 510, 630 
Grand Trunk ......... 59, 220,725 Savannah, Florida & West..... 312 
Green Bay, Winona & St. P....723 Sioux City & Pacific ae 213 
Gulf, Col. & Santa Fa . ....... 693 South Carolina..... 

Hannibal & St. Joseph 163 Southern Pacific 

Hanover Junc., Han. & Gettysb.355 Sullivan County .. 






Hartford & Conn. Western... 
Housatonic . 
Houston & Texas Central ....... 
Huntingdon & Broad Top......121 
Illinois Central........ 167, 180, 182 
Indiana, Bloom. & Western. ..463 
Indianapolis & Vincennes...... 405 
International & Great No......231 
Jeffersonville, Madison & Ind..495 





Vermont Valley......... 
Vicksburg & Meridian .. 







Kan. City, Ft. Scott & Gulf.....707 Virginia DEE, 6tcgnetesenease LUO 
Kentucky Central....... ...... 246 Wabash, St. Louis & Pac..167, 180 
Lake Erie & Western.. Warren 4 





Lake Shore & Mich.sc 
Lawrence........ 
Lehigh Coal & Na 


Western R. R. Association. 
Western Union Telegraph 
West Jersey............. ° 


‘ OS 
Lehigh Valley . 73 West Va. Central & Pittsburgh.213 
Little Rock & Ft. Smith ..:..... 278 Wilmington & Northern..... .568 
TO Eee 7 Wiseonsin Central............. 629 
Louisville & Nashville 510, 651,671 Woodstock ............ P 
ee aaa 21 Worcester & Nashua.. 3 
Manchester & Lawrence ....... 395 York & Peachbottom.:.......... 36 





New York, Lake Erie & Western. 


At the annual meeting in New York, Nov. 27, the follow- 
ing figures were presented for the fiscal year ending Sept. 
30 last, in advance of the publication of the full report. 

The earnings for the year were as follows : 











1882-85. 1881-82. Increase. P--e. 

Earnings. .......$22,802,247 $19,975,774 $2,826,473 14.2 

Expenses........ 15,444,583 13,088,094 2,356,489 18.0 

Net earnings.. $7,357,664 $6,887,680 $469,984 6.8 
Per cent. of exp. 67.7 5 65.5 2.2 > 

The expenses include the eptire expenses of the New 


York, Pennsylvania & Ohio road from the date of the lease, 
May 1, 1883; the gross earnings include 68 per cent. of the 
gross earnings of the leased road, the 32 per cent. paid as 
rental being deducted. 
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The income statement is as follows : 


be en PE Ey PE ee ee eee $7,357,664 
Income from other sources vadcae’s Sitene 876,799 


| Se ere ee Sees he ree eee $8,234,463 
Interest, rentals and other charges...... ..... ......+++ 6,968,978 
Re DOP NN WORE a oan ae socnccnesac esac nanee $1,265,485 


This surplus shows an increase of $98,843 over that for the 
previous year. 

The total tonnage of freight transported was 13,811,- 
782 tons, an increase of 1,716,544 tons. Of this freight 
6,925,469 tons were coal, the increase in which was 820,797 
tons. 





Fitchburg. 


The report of this company to the Massachusetts Railroad 
Commission for the year ending Sept. 30 gives the follow- 
ing figures in advance of the publication of the full re- 
port. 

There was no increase of mileage during the year. The 
stock remains unchanged, its amount being $4,950,000. 
The bonded debt was increased $500,000, and is now 
$3,500,000. 

The earnings for the year were as follows: 

1882-8: 1881-82. Inc. or Dec. Pc. 











Freight ............. $1,835,422 $1,521,576 1. | $313,846 20.6 
Passenger. ....... 897,222 16,772 I. 80,450 9.8 
Se soba sis nsan 233,033 275,382 D. 42,349 15.4 
Te .. $2,965,677 $2,613,730 I. $351,947 13.5 
ree 1,187,941 2,007,886 I. 180,055 9.0 
Net earnings....... $777,736 $605,844 I. $171,892 28. 
Gross earn. per mile. 19,496 17,182 I. 2,314 13.5 
Net ia as 5,113 3,983 I. 1,130 28.4 
Per cent. of exps. 73.78 76.82 D. 3.04... 


The increase in earnings was large, and was accompanied 
by a moderate increase in expenses, the result being a very 
large gain in net earnings. 

The income statement is as follows : 


Net earnings, as above............ -cecscccees «eee $777,752 
ee IS SPER eae or: ee nme Pate wee $230,164 
ESE eee a niki due kouhuee 228,725 
SIRE, OT COND os. 5 ox acavcava asebhonchs 297,0 
——- 755,889 
Gagne Cor ie PAO ss ioc caeacetcsiniiees ste $21,847 


The report shows that during the year one passenger was 
killed and two burt; four employés were. killed and 45 
injured ; 11 other prey killed and 12 hurt, making a total 
of 16 persons killed and 59 injured during the year. 


Memphis & Charleston. 


This company owns a line from Memphis, Tenn., to Ste- 
venson, Ala., 272 miles, with branches from Moscow to 
Somerville, Tenn., 13 miles, and from Tuscumbia to Fior- 
ence, Ala., 7 miles; it leases the use of the Nashville, Chat- 
tanooga & St. Louis track from Stevenson to Chattanooga, 
Tenn., 38 miles, making 292 miles owned and 330 miles 
worked. 

The road is leased to the East Tennessee, Virginia & 
Georgia Co., but its operations are reported separately. The 
following statements have been published for the year end- 
ing June 30. 

The earnings for the year were as follows: 








1882-83. 1881-82. Inc. or Dec. P.c. 
a $714,286 $658,428 I. $55,858 8.5 
Soe ee, ee 434,145 445,111 D. 10,966 2.4 
SE Sax ccan thes oe 87,592 212,190 D. 124,598 58.8 
i REET $1,236,023 $1,315,729 D. $79,706 6.1 
Expenses............. $45,498 1,079,791 D. 234,293 21.7 
Net earnings....... $390,525 $235,938 I. $154,587 65.5 
Gross earn. per mile. 3,745 3,987 D. 242 6.1 
Net ae oR 1,183 715 I. 468 65.5 
Per cent. of exps..... 68.40 82.07 D. 13.67 


The decrease in expenses was chiefly in maintenance of 
way, a large expenditure on the road for several years 
having much improved its condition. 

The income account was as follows: 








I EE: MO go is. alia akcwweakced $390,525.06 
RRONNENG -O6 MONEE... 0... <s0scesedeceaccens $295,260.00 
Interest on floating debt.................. 43,574.67 

Surplus for the year......... ..... eessaseednansea $51,690.39 


The capital stock of the company is $5,312,725. The 
funded debt is $4,222,000, which the additions authorized, 
ene below, will increase to $5,722,000, or $19,600 per 
mile. 

For 1881-82 there was a deficit of $101,611, showing a 
gain of $153,301 last year. 

The stockholders have authorized the issue of $1,000,000 
new second-mortgage bonds for the purpose of funding the 
floating debt. They have also authorized the purchase of 
rolling stock to the amount of $500,000 under a car-trust 
arrangement, as the road is much in need of additional 
equipment. 


Baltimore & Ohio. 
At the close of its 57th fiscal year, on Sept. 30 last, this 


eomngane operated directly the following lines, owned or 
eased: 





Miles. 
Main Stem, Baltimore to Wheeling.... ............ .s.ee. eee 379.0 
Camden and Locust Point branches in Baltimore ........... 6.5 
PROUMGN MGM, ..;...0<. ds00) atoehakocananeane SSS re 3.5 
Valley Branch, Harper’s Ferry to Harrisouburg.............. 101.0 
Metropolitan Branch, Point of Rocks to Washington......... 43.0 
Alexandria Branch (Wash. City & Pt. Lookout R. R.)........ 12.5 
SOON Ey CHU Bie nc nncggs:. ce, tab ensocaanseessabs anes 45.0 
Total Main Stem and branches..................eeeeeess 599.5 
Washington Branch, Relay House to Washington... ........ 31.0 
Parkersburg Branch, Grafton to Parkersburg......... ..... 105.4 
Central Ohio Div., Bellaire to Columbus. ... . .... 0... .... 138 6 
Lake Erie Div.. Newark to Sandusky. ........... ..2.. seeees 116.0 
Chicago Div., Chicago Junction to Chicago .... .. .......... 263.0 
Wheeling, Pitts. & Balt., Whe+ling to Washington, Pa..... - 32.0 
Newark, Somerset & Straitsville =... . cece e cece ees cece 44.0 
Pittsburgh Div., Cumberland to Pittsburgh.... ........ 150.0 
* . ENOUIINSG hce htt .as Sha vpacsovenceoet 41.5 
—191.5 
Pittsburgh Southern, Washington, Pa., to Pittsburgh... .. . 37.5 
Piss cipinnns sh peackibnalahcass th amines escee oe 01,549.5 


The only addition during the year was the Pittsburgh 
or ae road, 37.5 miles, which is included from Nov. 1, 

In addition to the above lines there are operated under 
contract, but not included in report, the Wasbington County 
road, from Weverton to Hagerstown, Md., 34 miles, and 
~ Valley Railroad, from Harrisonburg, Va., to Lexington, 
32 miles. 

The following statements are from President Garrett’s 
report as presented at the annual meeting on Monday of 
this week. 

The report says: ‘The loan by the city of Baltimore 
was made under an ordinance passed Dec. 27, 1853, under 
which 10 per cent., or $500,000, was retained as a basis for 
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a sinking fund, and 90 per cent. in city stock paid over to 
the Baltimore & Obio Co. at par. In consequence of the 
depression at the period during which this stock was sold, 
namely, from 1855 to 1859 inclusive, the sales were made 
— Baltimore & Ohio Co. at a loss under par of $173,- 

. Thus the company, deducting the sum retained for 
sinking fund, $500,000, and the loss by the sale of the city 
bonds under par, $173,506, received from the loan only 
$4,326,494. 

‘“* The Baltimore & Ohio Co. not only made all the loss on 
the sale of this stock under par, but it also paid all the 
premiums, over par on the purchases which were made for 
investment in city stock for the sinking fund, which premi- 
ums amounted to $96,683. 

‘It is shown, therefore, that the city of Baltimore 
tbroughout has been fully protected from any ible loss, 
and the balance of the loan. $2,575,000, which is more than 
doubly secured, will be paid in full at the very time, namely, 
Jan. 1, 1890, when the obligation assumed by the city on 
behalf of the road will mature. The city thus, at an impor- 
tant period, extended an accommodation to the company 
tbrough the economies connected with which its dividends, 
of a very profitable character, on its $3,250,000.00 stock in 
the Baltimore & Ohio Co. have been paid, and the entire 
transaction has proved not only without loss to the city, but 
with important advantages both to it and the company. 

‘* The payments for investments on account of the sinking 
funds for the redemption of the sterling loans due in 1895, 
1902, 1910 and 1927, during the year amounted to $627,395. 

‘** Tn accordance with the agreement with the city of Balti- 
more, tbe eighth annual payment, namely, $40, of the 
principal of the bond for $1,000,000 given for the purchase 
of the interest of the city in the Pittsburgh & Connellsville 
Railroad Co., has been made, thus reducing this obligation 
to $680,000. 

‘The following statement shows the payments made and 
the increments in sinking funds during the fiscal year for 
account of the respective debts: 

Increment of sinking funds for the redemption of the 
sterling loans due in 1895, 1902 and 1910... .. ........$579.464 
Payment on account of the principal of debt to city of 

Baltimore for the purchase of its interest in the Pitts- 

burgh & Connellsville Co....................ccececeecers ,000 
The Pittsburgh & Connellsville sinking fund. ............ 27,223 
The Baltimore & Ohio & Chicagosinkingfund .. ... ... 47,931 
The Washington City & Point Lookout sinking fund...... 5,865 


RR A TI is Pr pipe be $700,483 


“The following shows the aggregate of payments 
made on account of the principal, and the investments for 
sinking funds on account of the debts stated, namely : 









Mortgage ioan redeemable in 1880...... .. ..... ..... $120,500 
Mortgage loan redeemable in 1885... ................. 790,000 
Bonds of the Northvestern Virginia Co.. for $500,000, 
indorsed by the Baltimore & Ohio Railroad Com- 
pany, payable in 1885........ .. ihe WAeh. weeds 360,000 
Loan of the city of Baltimore CAE AAP OR 2,425,000 
Sterling loan, redeemable in 1895............... ...... 1,599,412 
Sterling loan, redeemable in 1902........ ... ......... 2,011,098 
Sterling loan, redeemable in 1910......... ............ 1,089.564 
Sterling loan for the Baltimore & Ohio & Chicago Cos., 
ESL OOO 259,661 
Purchase of the interest of the city of Baltimore in the 
Pittsburgh & Connellsville Co.... .......... 2... 2... 320,000 
Sinking fund of the Pittsburgh & Connellsville Co.... 172,267 
Sinking fund of the Baltimore, Washington & Alexan- 
dria Branch of the Washington City & Point Look- 
DUB csnciciccpncscntsnqesened %1040000eeeteebahee Kovceed 44,044 
WE cakictidtens te dcanina asd cape beds mesenaanee $9,191,546 


Further details as to the application of the surplus for the 
year and the profit and loss account will be found in other 
parts of the report. 








TRAFFIC. 
The traffic reported is as follows : 
1882-83. 1881-82. Ine. or Dec. P.c 
Tons through freight.. 2,108,325 2,043,227 I. 65,098 3.2 
Bbl. flour to Balto..... 701,935 607.038 I. 94,897 15.6 
Bush. wheat to Balto.. 6,633,443 6,586,814 L 46,629 0.7 
Bush. corn to Balto ... 4,935,900 591,719 I. 4,344,181 734.2 
Bush. all grain to Balto. 12,770,392 8,343,240 I. 4,427,152 53.1 
Tons lumber to Balto.. 93,332 95,266 D. 1,934 2.0 
Tons live stock carried. 90,530 30,284 I. 10,246 12.7 
Tons coal: 
Main Stem, Co.’s use.. 409,695 386,625 I. 23.069 5.9 
Main Stem, revenue.... 2,171,862 2,134,600 I. 37,262 1.8 
Total Main Stem ..... 2,581,557 2.521.226 L 60.331 24 
Pittsburgh Div ........ 2,402,130 2,447,749 D. 45,619 1.9 
Trans-Ohic lines...... 684,596 678,041 L. 6655 0.9 
Total tons of coal.... 5,668,383 5,647,016 I. 21,367 04 


The tonnage of the Pittsburgh Division includes coke. Of 
the revenue coal tonnage over the Main Stem 1,654,821 
tons were delivered at Baltimore for local use or sbipment 
by water, and 517,041 vons were delivered at local or west- 





ern points. 

The tonnage of through merchandise East and West was : 
For Tons. For Tons. 
Mote acsbenees. sus 435,207 1878 ..-» 1,149,499 
ee ... 557,609 1879.. 1,425,629 
187¢ 640,265 1850. - 1,980,397 
1874 752.256 1881. ... 2,014,110 
1875 . 372,101 1882 . 2,044,227 
, eae . 1.093.393 1883 2,108,625 





ake i vevere 1,047,645 | 
‘This tonnage for last year is the largest reported. The 
increase shown has been nearly continuous, only one year 
of the 13 showing a decrease from the year preceding. 
EARNINGS OF THE ROAD. 
The earnings of the entire system for the year compare as 
follows : 





1882-83. 1881-82. Inc. or Dec. P.c. 

Earnings...... $19,739,838  $18,383.876 I. $1,355,962 7.4 
Expenses...... 11,034,015 10,929,214 I. 104,801 0.9 

Net earn .... $8,705,823 $7,454,662 I. $1,251,161 16.8 
Gross earn. pe 

ED endian <0 12,768 12,159 I. 609 5.0 
Net earn. per 

NS esoc naan 5,631 4.930 =I. 7OL 14.2 
Per cent. of 

gg Se 55.89 59.44 D. 3.55 


The earnings show a large increase, while the increase in 
working expenses was very smal]. The gain in net earn- 
ings was, consequently, very large. The net earnings are 
the largest reported for a number of years. 

oo earnings and expenses.of the several lines were as 
follows : 








Earnings. Expenses. Net earnings. 

Main Stem... .........$11.579,839 $6,147,656 $5,482,183 
Washington Br... ..... AOS 124,257 222,248 
Parkersburg Br........ 478,466 260,061 
Central Ohio........... Bus 716,051 387,788 
Lake Erie Div.......... 99,128 707,347 291,781 
Chicago Div.......... . 1,878,167 1,304,664 573,408 
Pittsburzh Div......... 2,813,173 1,334,868 1,478,279 
Wh., Pitts. & Balt ..... 72,091 40,070 32,021 
Newark, Som. & Str... 164,781 145,269 19.512 
Pitts. Southern * ...... 43,788 35,337 8,451 
Psi pnttepseenks $19.759,838 $11,034,015 $8,705,893 


*Ffrom Nov. 1, 1882. 
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The expenses charged to the Washington Branch are the 
renewals, maintenance and improvements ; the transporta- 
tion expenses are included in those of the Main Stem. 

The net earnings of the Chicago Division were $573,503 
the taxes were $48,012, and the interest upon the sterling 
loan taken for account of this Division was $388,957, leav 
ing. a net surplus of $136,534. 

he net earnings of the Pittsburgh Division were $1.478, 
275; the interest charges were $681,725, leaving a surpla : 
of $796,550. From this the sum of $503,213 was :pent for 
25.4 miles of second track and 7 miles of sidings, leaving a 
balance of $293,337. 

The net earnings of the several lines compare as follows . 


1882-83. 1881-82. Inc. or Dec. S e. 


Main Stem............ $5,432,183 $4,572,944 I. $859.239 3.8 
Washington Br...... 222,248 221,254 I 904 0.4 
Parkersburg Br....... 260,061 108,071 I 151,990 140.5 
Central Ohio......... 387,788 314,932 j 72.856 23.1 
Lake Erie Div...... . 291,781 234.701 57,080 24.3 
Chicago Div.......... 573,503 446,407 I. 127,006 28.5 
Pittsburgh Div...... 1,478,275 §=1,542,125 D. 63,850 4.1 
Wh., Pitts. & Balt.... 32,021 1,151 I - oc eee 
Newark. Som. & Str.. 19,512 13,078 I 6434 49.5 
Pittsburgh Southern. . De. .. kses- eh +t Made eede ae 


The net earnings of the Chicago Division, of the Wheeling. 
Pittsburgh & Baltimore Railroad and of the Take Erie and 
Central Ohio divisions, have been credited to the accounts 
for interest of those companies. 


MAIN STEM AND BRANCHES. 


The following statement shows the earnings and expenses 
of the Main Stem for the fiscal years 1881, 1882 and 1883, 
including the Winchester & Potomac, Winchester & Stras- 
burg, the Strasburg & Harrisonburg, the Metropolitan 
Branch, the Washington City & Point Lookout, and the 
Somerset & Cambria vox & 


1881. | 1882. 1883. 
| — 


EARNINGS. $11,122,259 $10,556,569 $11,579,839 





EXPENSES. | o 
General expenses .......... $210,626 $198,227 $200,734 
sses by accidents, etc... 45,833 72,049) 56,609 
Expenses of transportat’n. 2,156,414 2,258,207 2,486,047 
Repairs of railway........ 1,083,970 1,003,249 796,576 
Repairs of water stations. . 16,552 10,591 13,039 
Repairs and construction of 


IE 6 00s noes ccucseesce 141,231 154,460 186,66:5 
Repairs of bridges.......... 74,691 55,788 58,574 
Repairs of telegraph lines. 25,065 39,2 76,781 
Repairs of stationary ma- 

ET Sinn. mscnmxandsass 4s 98,202 95,755 118,277 
Watching cuts. ... ........ 34,854) 31,679 30,546 
Watching tunnels.......... 4,407) 4,552, 5,452 
Watching bridges .. ...... 18,929) 18,663 18,737 
Pumping water.... ........ 29,387 | 28,381 28,217 
Repairs of locomotives. .... 686,795) 654,237 624,146 
Repairs of nger cars.. 236.511) s 299,387 
Repairs of burden cars. .. 911,996) 675,248 709,029 
Cleaning engines and cars. 81,558 88,909) 92,415 


Contingent expenses, ma- 


chinery department... ... 9,786) 11,574 7,186 
UNE cate dee 7 s¥ie bial "-gge'so4} 3271305 319,143 
Preparing fuel and filling | 

CR chs c ccvsiccdicows be 21,933 20,032) 20,095 

OA AEA $6,275,643| $5,983,625| $6,147,655 











Earnings more thanexps.. $4,846,616) $4,572.943, $5,4 2,183 








Working expenses. .. ..... 56.42 per ct./56.68 per ct. 53.08 per ct. 





It is shown that the earnings of the Main Stem and the 
branches stated, in comparison with the fiscal vear 1882, 
have increased $1,023,269, and the working expe ses have 
increased $164,029, making a comparative increase of the 
net profits of $859,239. 

The expenses of ae and keeping the roads and ma- 
chinery in repair amounted to $6,147,655, being 53.08 per 
cent. upon the earnings, showing a decrease of 3.60 per cent. 
compared with the previous year, and of 3.34 per cent. com- 
pared with 1881. It will be seen in the statement of the 
gross earnings and expenses of all lines and branch2s oper- 
ated by the company that the net results for the fiscal year 
showed an increase and gain over 1882 of $1,251.161. 

The passenger earnings exhibit an increase from: $1.922,- 
401 in the preceding year, $1,714,922 in 1881, and $1,379,- 
990 in 1880, to $2,020,284. 


FINANCIAL CONDITION. 


President Garre‘t’s report says: ‘Se ni-aniual cash divi- 
dends of 5 per cent. upon the capital stock were pvid Nov. 
1, 1882, and May 16, 1883. : 

‘The profit and loss account shows an increase for the 
past fiscal year of $1,855,821. It witl be sean by this 
account that the surplus fund, which represents invested 
capital derivei from net earnings, and which is not repre- 
sented by either stock or bonds, now amouats to $45,763,- 
480. 

“The excaptional and highly coaservative system of tae 
Baltimore & Oaio Co., without precedent in America or 
Europe, by which more than $45,090,000 of ast earnings. 
unrepresented by stock or bonds, have been invest: 1. daring 
a long series of years, in valuable improvements and exten- 
sions, in connecting lines, in the great iron bridges over the 
Obio River, in elevators, wharves, piers, docks, terminal 
facilities, real estate, stations, etc., readily enables the com- 
peny to continue the payment of semi-annual dividends of 
5 per cent. each on its capital stock, which amounts to only 
$14,783,700, a sum so limited as to present a marx J con- 
trast to that of all competing trunk lines. ; . 

‘“* The capital stock of the New York, Lake Erie & Western 
Railroad is $77.087,600; that of the New York Central & 
Hudson River Railroad $89,428,300, and that of the Penn- 
sylvania Railroad $85,301,300. ? 

“‘ This satisfactory condition under serious and prolonged 
competition and frequent unwise action of antazonistic 
interests shows that the company, whilst continuing to 
effect excellent results for all holding investments iu its 
property, can maintain a just policy, protective alike of the 
interests of its terminal cities and the regions with which it 
is connected. 


THE CINCINNATI LINE. 


“To meet losses that it was expected would be made, in 
connection with the reorganization of the Marietta & Cin- 
cinnati Co. (now known as the Cincinnati, Washington & 
Baltimore Railway Co.), and which realized and estimated 
pow amount to $6,906,152, and those incurred in aiding 
the reorganization of the Indianapolis, Cincinnati & La 
Fayette Co. $73,245, the following profits and investments 
were reserved, and have been heretofore beld in ‘ Ontstand 
ing Accounts and Loans,’ and not credited to the profit and 
loss account, namely : The profits on the Pittsburgh & Con 
nellsville loan guarantee account; on the securities of the 
Virginia Midland Railway Co., and on the West Yough 
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‘ogbeny Rail: osd, and additional investments in the Hemp-| three double-burner trenze lemp: ; ene car for the postal 
service with six-wheeled trucks; one baggage car. 51 ft. 814 
addition to crediting the sums of these accounts for the pur- | in. long, with standard trucks and all modern conveniences; 


field and the Baliimore & Ohio & Chicago railroads. Ino 


ose of meeting the remainder of those losses $854,846 bave | 1,832 house, 207 stock, 28 eight-wheeled iron coal, 10 
peen charged to the profit and loss account, thus reducing; express, 139+ gondola, 2 hopper gondola, 217 side 
the earnings of the surplus fund for this fiscal year from|dump, 15 caboose, 3 flat bottom and one rigger’s 
$2,710,667 to $1,855,821. ear. All the freight cars built have a capacity 

“The heavy losses made through the assistance rendered | of 4V.000 lbs., being nearly double that of the 
for many years to the Marietta & Cincinnati road to secure; cars formerly used in the service. Of this aggregate 


the completion and effective workiog of that important line 
it is belieyed will be justified, great as they have been, by 
the results which will be realized in promoting the trade 
and intercourse between Baltimore and Washington, and 
the city of Cincinnati and the entire Southwest. 

‘The extraordinary advantages of this short line to and 
from Cincinnati and all the regions connected with that im 
portant centre of commerce and manufactures, cannot fail 
to be recognized when the distances between Cincinnati and 
Baltimore by this route and by other routcs to New York 
are compared. 

“While the distance between Cincinnati and Baltimore 
by the Cincinnati, Washirgton & Baltimore Railway, the 
Parkersburg Branch and the Main Stem of the Baltimore & 
Obio is 579 miles, the distance to New York by the New 
York Central, namely, via Buffalo and Albany, is 868 miles, 
making the difference in favor of Baltimore as thus com 
pared with New York of 289 miles, a difference so striking 
as to be controlling in the ultimate diirection of trade alike 
for the ordinary interchanges of traffic and for imports 
and exports. 

‘‘ Witiin a brief period an additional line from Columbus 
to Clinton Valley, on the Cincinnati, Washington & Balti- 
more road will be open to be operated in connection witb 
the Central Ohio and the Obio & Baltimore Short Line and 
the Pittsburgh Southern road, making a direct and ex- 
cellent route for passengers and freight between Pittsburgh 


and the Pittsburgh & Connellsville road and the city of | * 


Cincinnati and the Southwest. 


THE WASHINGTON BRANCH. 

“ Notwithstanding the excellent condition and satisf ic- 
tory workiug of the Washington Branch it will be observed 
that the net earnings compared with the preceding year 
show an increase of but $94.21, while the Pennsylvania 
Co,’s line between Baltimore and Washington—the Balti- 
move & Potomac—for its last fiscal year shows an increase 
in its net earnings over the preceding year of $180,778.13. 
This comparative increase arises exclusively from the con- 
trol the Pennsylvania Co, at present has of the lines between 
Baltimore and Philadelphia and New York. 

‘The imperfect connections of the Pennsylvania Railroad 
Co. for Philadelphia and New York business to and from 
the Washington Branch and the Main Stem of the Baltimore 
& Ohio Railroad Co. have caused a diminution of revenue 
iustead of the heavy increase which should have been made. 
A large portion of the Southern business of the Baltimore & 
Obio Co, has been thus practically cut off. Upon the com- 
pletion of the Philadelphia Branch of the Baltimore & Ohio 
road and the Baltimore & Philadelphia Railroad the diffi- 
culties which are now caused by delayed and unsatisfactory 
connections will be removed, and the Baltimore & Ohio Co. 
will then be restored both for its Southern and Western 
business to a position which will enable it to much more 
successfully compete for all Northern and Southern and 
Western traffic. It is expected on the opening of 


the Philadelphia Branch of the Baltimore & Ohio 
and of the Baltimore & Philadelphia Railroad 
that the time between Baltimore and Pbilaadelpbia 
will be reduced to two hours, between Wash- 


ington and Philadelphia to three hours, between Baltimore 
and New York to four hours, and between Washington and 
New York to five hours. At present passengers between 
Baltimore and Washington are transported by the quick 
trains of the Baltimore and Obio Company in 50 minutes, 
and it is determined to reduce the time of these trains on the 
next schedule tv 45 minutes. Thirty-eight passenger traius 
are now run between Balt'more and Wasbington daily. 

‘Much improved arrangements will also be made for the 
crossing of passengers over the Hudson River. 

* It is anticipated that the system for the transfer of pas- 
sengers at Baltimore, betwean Locust Point and Canton, 
over the Patap:co River, will be adopted for the transfer 
between the Jersey shore and New York ; namely, that all 
cars with yassengers will be transferred upon suitable 
steamers, so that the passengers will not leave the cars until 
landed on Manhattan Island. The public will thus, as in 
many othér forms, be greatly benefited by the construction 
of this important competing road, while at the same time 
it in a greater degre» will promote the local interests of 
Baltimore, Washingto and Philadelphia, and the states 
of Maryland, Delaware and Pennsyivania. 

“In 1882 the Virginia Midland Co. purchased the one- 
half interest in the tugs and barges previously owned by 
the Baltimore & Obio Co. and used for the transfer of 
freight over the Potomsec River between Alexandria and 
Shepherd, During the fiscal year 35,789 tons of freight 
have been transferred from Shepherd to Alexandria and 
25,245 tons from Alexandria to Shepherd with this plant. 

** By tbe use of this relatively inexpensive route as com- 
pared with that by the long bridge over the Potomac and 
through Washington.a material distance can be saved. By 
this route, when proper arrangements are made, the time 
now required for the transportation of passengers between 
the North and South will be reduced one hour.” 


ADDITIONS TO PROPERTY. 


The report says: ‘ All the tracks of the Main Stem and of 
the Wasbington, Metropolitan and Parkersburg branches 
are now laid with steel rails. The increased cost of steel 
substituted for iron rails has been uniformly charged to the 
repair account, 

‘* The condition of the read bed, tracks and engines bas 
been brought toa highstandard. A large number of new 
and superior sleeping coaches, parlor and thorougkfare cars 
have been added, replete with every modern improvement 
and convenience. 

“Thirty engines were built at the company’s works at 
Mount Clare, namely: 22 of the largest class for freight 


service, and known as the Consolidation, each weighing 


107,250 pounds, with cylinders 20x24 in., 50 in. driving 
wheels, 8 drivers connected with a 2-wheel pony truck; 3 
for passenger service, with cylinders 19x24 in. and 3 with 
cylinders 18x24 in., and 4 drivers of 69 in. each in diame- 
ter, weighing 91,000 pounds, and 2 for switching purposes, 
weighing 67,050 pounds, with cylinders 17x24 in. and with 
4 drivers of 50 in. each in diameter. Of the number con- 
structed, 22 engines, costing $216,443, have been charged 
to rolling power, and 8 costing $62,527, which replace that 
number withdrawn, because their capacity and patterns 
were not adapted to the present requirements of the service, 
have b3en charged to the repair account. 
** In all 1,981 have been built and rebuilt at Mount Clare and 
other shops of the compauy. The cars thus built and rebuilt 
include 15 eight-wheeled passenger, 51 ft. 8. in. long, with 
large windows and double blinds, finished in the interior 


of 1.981 cars, 1,442 being new and additional plant, and cost- 
and their cost. $162,261, has been charged to the repair 


account ; 200 house cars have been fitted with air brakes 


as well 


continue to add large and effective facilities, by which its 
increasing business and the commerce of the port of Balti- 
more can be thoroughly accommodated and promoted. 


adopted unanimously by the stockholders, is building the 
state of Maryland, where it connects with the road which 


city of Philadelphia. 





ing $808,372, have been charged to rolling power, 539 cars 
were built to replace that number worn out and,destroyed, 


and arranged with ventilation for the transportation of 
perishable freights, and 683 cars have received thorough 
repairs. The capacity of 194 cars has been increased from 
26,000 to 40,000 pounds. The cost of these improvements, 
as of the repairs, 3194,406, has been charged to 
the repair account. The fixed policy of the company is to 


NEW LINES. 
‘““The Baltimore & Ohio Railroad Co., under resolutions 


Philadelphia Branch from a point of connection with its Main 
Stem to the northern boundary line of Cecil County, iv the 


the Baltimore & Philadelphia Railroad Co. is constructing 
tbrough Delaware, by way of Wilmington, to and into the 


*The railroad of the latter company is being built under 
a contract between it and the Baltimore & Ohio Co., which 
secures to the Baltimore & Ohio Railroad Ce. all the first 
mortgage 414 per cent. bonds of the Baltimore & Philadelphia 
Railroad Co. These bonds of the Baltimore & Philadelphia 
Railroad Co. with other securities have been placed in the 
hands of Trustees as security for the loan of £2,400,000. 
‘This loan issued by the Baltimore & Ohio Railroad Co. 
for the construction of the road between Baltimore and 
Philadelphia is payable in 1933, bears 44% per cent. interest 
per annumn payable semi-annually in London and his been 
negotiated at par. 

**Duriog the fiscal year the Pitthurgh Southern Narrow 
Gauge Railroad extending from Washington, Pa., to Pitts- 
burgb, 3744 miles, has been purcbased. The gauge of that 
portion of the line in Pennsylvania between Washington 
and Finleyville, 1714 miles, was increased in width from 3 
ft. to the standard gauge 4 ft. 814 in., and a new line, 1534 
miles in length, constructed between Finley ville and Glen- 
wood on the Pittsburgh Division. The work has been well 
and substantially done, the new portion of the line having 
been laid with steel rails of 60 Ibs, weight per yard. 

‘This line has been ovened for turaftic since Aug. 1, af- 
fording a short and effective outlet from Pittsburgh and 
the Pittsburgh Division to the West via Washington, Pa., 
Wheeling and the Trans-Ohio divisions. The company is 
thus enabled to transport to the western cities coke, gas 
coal and the manufactured products of Fittsburgh which 
have heretofore been transferred at Pittsburgh tu competing 
lines for transportation to the Wost. The value and effec- 
tiveness of the line has already been fully demonstrated by 
the large traffic offering. not only west-bound from the coke 
and coal regions and Pittsburgh, but alsoin grain and pro- 
visions from Chicago and other western cities, and in iron 
ore from Sandusky to Pittsburgh and other manufacturing 
centres in Western Pennsvivania. 

* TheWheeling, Pittsburgh & Baltimore Division between 
Washington, Pa., and Wheeling, 32 miles, has been much 
improved in order to meet the requirements of this large 
and additional traffic. 

** All of the graduation, 
Valley Railroad between 


bridging and masonry on the 
Staunton and Lexington, a dis- 
tance of 36 miles, has been completed, and all but four (4) 

miles of the track hasbeen laid. This, it is expected, will 

be finished and the road opened for business before Nov. 1. 

The ling has been well and substantially built and laid with 

steel rails. 

‘* This line will form at Lexington a closely co-operative 
connection with the Richmond & Allegheny Railroad for 
Lynchburg and Richmond, and it is expected that a large 
traffic in iron ore from the James River ore beds to Pitts- 
burgh and other points, and in coke from the Connellsville 
region to Lynchburg, etc., will be transported. in addition 
to a traffic in live stock, grain, merchandise and miscel- 
laneous frei hts between Southern ahd Eastern Virginia 
and Baltimore and places reached by the lines of the Balti- 
more & Ohio Railroad Co. 

**The Valley Railroad, as now constituted, embraces the 
line from Harrisonburg to Staunton, 26 miles, and Staun- 
ton to Lexington, 36 miles, being 62 miles, and by its direct 
line from Harrisonburg via Strasburg to Winchester, thence 
continuing by the Winchester & Potomac road, leased and 
worked by the Baltimore & Ohio Co., to Harper’s Ferry, 
and by the Main Stem from Harper’s Ferry to Baltimore, 
presents a superior line of 243 miles between Lexington and 
Baltimore, and by the Metropolitan Branch of 217 miles 
from Lexington to the National Capital. 

‘* This line will doubtless command a large business and 
lead to much closer relations and more extended intercourse 
between important regions traversed and Baltimore, bothin 
passenger and freight interchanges. 


THE SUMMER HOTELS IN THE ALLEGHANIES. 


‘The increase in the accommodations of the Deer Park 
and Oakland Hotels, a statement of which was made in the 
last report, gave great satisfaction during the past season to 
numerous guests. The location of these hotels in the table 
lands of the Allegbanies, nearly 3,000 ft. above the sea, fur- 
nishes admirable summer homes for visitors from the East, 
West, North and South. The climate and pleasant natural 
surroundings of these resorts are perhaps unexcelled in 
Awerica or Furope. The 24 square miles of table lands upon 
the highest elevation of the Alleghanies, the streams from 
the eastern slope of which flow through the Potomac into the 
Chesapeake and Atlantic, aid from the western slope 
through the Ohio and Mississippi rivers into the Gulf of 
Mexico, are constantly receiving additions to their perma- 
nent and especially their summer populations. 

** This delightful region will doubtless become, as soon as 
more generally known, a leading summer resort. New roads 
and drives in the charming country adjacent to these moun- 
tain hotels have been continuously constructed,and the roads 
formerly made bave been much improved. 

“The great economy, comfort and rapidity with which 
these summer homes are reached from Eastern and Western 
90 sections continue to secure a large and increasing 
| travel, 
| 


BALTIMORE & OHIO EMPLOYES RELIEF ASSOCIATION. 


‘*The operations of the Relief Association for the past fis- 
cal year have continued to be most beneficial and useful to 
the employés of the company. 





with solid mahogavy aud bronze trimmings, decorated with 
oak bead linings removable in sections, and furnished with 


ment of homesteads upon the lines of the company. 


“There bas been paid for the benefit of members $205.- 
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viously paid, makes a total of $549,263 in 24.776 indi- 
vidus] payments. The active membership is at present 
15.989. 

** Much attention has been given to sanitary conditions 


along the lines under the charge of the company, and the re- 


sults have been gratifying. The drainage of the road, the 
safety, cleanliness and ventilation of the shops, stations and 
other buildings ; the improvement of the character of the 
water used for drinking purposes, and many mivor features 
affecting the health and comfort of both the employés and 
patrons of the company have received thorough and 


effective attention. 


** Earnest efforts were made during the past season to pre- 
vent the spread of malarial and other diseases, Large quan- 


tities of the best remedies under careful medical advice were 
distributed with excellent results. 
permanent emplovés on the line under construction between 


During August last the 


Baltimore and Philadelphia who were in any manner haz- 


ardously employed, were admitted to membership in the 
Association. 


“The advantages offered by the Association are con- 


stantiy becoming more appreciated, as is shown by the de- 
sire of many members to increase their interest by paying 
additional premiums for increased benefits, and to retain 
their membership after leaving the service of the company. 


‘‘ The new features adopted and which were explained in 


the last annual report are much appreciated and approved. 


The amount received on deposit in the savings fund aggre- 


gates $81,137. The greater portion of thissum has been 


invested in loans to members for the purchase and improve- 
The 
facilities of the building feature, which was placed in prac- 
tical operation in May last, have been fully taxed. Many 


employés have stated their desire to avail of the advantages 
offered by this system during the next year. 


CHESAPEAKE & DELAWARE SHIP CANAL 


“The construction of this canal, so important for com- 
mercial as well as military and naval oe continues to 
attract great interest- and attention. he appropriation 
made by Congress on Aug. 2, 1882,.to complete the surveys 
for a ship canal to connect the Chesapeake and Delaware 
bays has been expended as directed, in obtaining informa- 
tion which will enable the Secretary of War to decide which 
of the routes suggested is the best. In view of the in- 
creased advantages of the port of Baltimore, in connection 
with the deepening of the channel for the use of the country, 
the early construction of this canal becomes of still greater 
importance. Thesaving of 200 miles in distance between 
Baltimore and eastern ports, as well as between Baltimore 
and the northern ports of Europe, will cause great econo- 
mies in the cost of transportation of freight for a large por- 
tion of the Midile, Northwestern, Western, Southwestern - 
and Southern states. 

‘*The great importance of this canal in case of foreign 
war is commanding incréased attention, as vessels used in 
defending Washington and the Potomac. Baltimore and the 
Chesapeake, and Philadelphia and the Delaware, could be 
concentrated with great rapidity for the protection of any 
one of these most important cities and regions. The preven- 
tion of the burning and destruction of either the National 
Capital, or Baltimore, or Philadelphia, by such rapid con- 
centration of naval forces. would make the cost cf this 
canal comparatively insignificant. As it is the policy 
of the United States to maintain only a_ small and 
inexpensive navy, such a permanent and_ effective 
system of protection must continue to secure additional 
and earnest approval and support. As during the 
past year, with reduced crops, 26,000,000 bushels of 
grain were exported from Baltimore, and when there are 
full crops much larger quantities, and as on account of its 
geographical advantages the exports not only of cereals, but 
of cotton, cattle, tobacco, provisions and other commodi- 
ties, as well as the imports of supplies, must continue to be 
enlarged, the saving to consumers and producers would 
form an economic basis of calculation in connection with 
national interests that cannot fail to secure the requisite 
support in Congress to obtain at no distant day the con- 
struction of this great highway. 


DEEPENING OF THE CHANNEL TO THE PORT OF BALTIMORE. 


‘“‘The work of deepening the channel to the port of Balti- 
more to 27 ft. at mean low water bas progressed with great 
rapidity. There is now a channel 27 ft. deep, which is in 
use, and which is greatly promoting and facilitating the 
commerce of Baltimore. It is important and necessary, 
however, for safe and reliable navigation for the very heavy 
ships now engaged in the commerce of this port that the 
channel shall be made not less than 400 ft. wide. It is 
anticipated, in view of the great interest so large a portion 
of the United States has in facilitating commerce through 
Baltimore and in promoting the economies of exporting 
and importing goods through this port, that early in the 
next session of Congress the requisite appropriation will he 
made to give this additional and effective advantage. In 
view of the great interests involved in perfecting this chan- 
nel, it is most reasonable and proper that an additional ap- 
propriation should be made, especially when it is remem- 
bered that in 1872 and 1873 the.city of Baltimore appro- 
priated $400,000 for. this national improvement, and that 
tbis sum was expended by her taxpayers in assisting to 
effect the desired object. With an appropriation of 
$450,000 by the next Congress, it is understood that this 
important work could be rapidly c}mpeleted. 


NEW GRAIN ELEVATOR AT CAMDEN STATION. 


‘‘ During the year a substantial and commodious brick 
elevator, 70 ft. wide, 160 ft. long and 120 ft. high, bas been 
erected at Camden Station fcr the storage of oats, rve, 
corn, barley, etc., for the loca] trade of the city. The build- 
ing contains: 78 bins of one car-losd capacity, 22 bins of 
three car-loads capacity, 11 bins of four car-loads capacity, 
and 7 bins of six car-loads capacity, making a total of 118 
bins, with a capacity of 258,000 bushels. 

“This elevator supplies an economical accommodation 
which has been much needed by the grain trade of the city, 
there having been no suitable storage facilities for such 
grain. Tbus an accumulation of stock has been prevented, 
and consequently prices have been very irregular. 

-“ The irregularity in prices has prevented the handling of 
oats for export, and hence Baltimore bas been largely ex- 
cluded from this export trade. ; 

“It is confidently expected that the erection of this 
elevator will not only greatly facilitate and increase the 
trade of the city for local consumption, but will be the 
means of attracting to Baltimore an extensive trade in oats 
for foreign export through the Locust Point elevators. The 
immense capacity of those elevators, 4,000,000 bushels, can 
be used for the extension of this trade, as well as for corn 
and wheat. It will be the policy of the company to encour- 
age in every practicahle form both the home and export 
trade in this commodity. 


CONCLUSION. 


‘“*The board express with pleasure their continued appre- 
ciation of the successful management of. the business of the 
company through the faithfulness and efficiency of the 





1187 in 8,824 payments, which, added to the sum pre- 


officers and emp!loyés in all departments of the service.” 











